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)What are the Unit Cost Figures 
on your Packing and Shipping? 


Total gross figures for your packing and ship- 
ping mean little. It’s only when you study unit 
costs of individual items that you can begin 
to realize where substantial savings may be 
made in packing and shipping charges. 

And yet, less than six manufacturers out of ten, have 
made such unit studies. 

But it’s at this point that H & D Package Engineers 
begin their study, when you ask them for help on your 
shipping box problems. 

A check-up on your packaging system may earn an addi- 
tional profit for you. At least it will cost you nothing to 
have an H & D Package Engineer analyze your packaging 
problem. Now, in the quiet season, is the time to get 
ready for busier days, when you can’t afford the time for 
such a study. If you are open to new ideas in packaging, 
send for a copy of the H & D booklet “How to Pack It” 
and tell us what you pack. 

THE HINDE& DAUCH PAPER CO., 303 Decatur St., Sandusky, O. 
Western Address: Kansas City Fibre Box Company, Packer's Station, Kansas City, Kansas. 


Canadian Address: The Hinde & Dauch Paper Company of Canada, Ltd., 


King Street, Subway and Hanna Avenue, Toronto. 


HINDE “~d DAUCH 
Corrugated Fibre Shipping Boxes 
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SPEED 


The product you sell must reach its destination with all 








possible speed at least possible cost. 


For Speedy—Capable—Dependable service, put your 
less than carload shipments on a STANDARD basis. 


STANDARD 
CARLOADING CORPORATION 


Offices in all Principal Cities 














Tue Trarric Service Corp., 418 S. Market St., Chicago, IIl. Entered ¢ 
s matter ) Bind 4, 1913, at the postoffice at Chicago, Ill., under the Act of March 3, !® 





Published weekly b 
second clas 










































april 18, 1931 PAGE 937 


April 18, —_____ The Traffic World 


THE TRAFFIC WORLD 


Name Registered U. S. Patent Office 
Published Every Saturday By 


THE TRAFFIC SERVICE CORPORATION 


Copyright, 1931. Twenty-fourth Year Member of A. B. C, 


| CARLOADING & DISTRIBUTING CO. 


EF 
ER, Editor and Mana H. SWEET, Circulation Mana 
saa beeacaiaaaietaiad We TZELLOGG, Advertising Mane - bewigstees ie 


_ Alcona sid bared to he ea fi UNITED SIATES FREIGHT COMPANY 
B, J. HAMM, 


iz en ment, Washington Washin, News Bi W fd P ~ ; . , 
Special Service Depart - ii ee WLe Than Carload Freight Service " 
ante b Orroroo Ore es Bree Ors Ors Ore rere enero Onn Onsen rena ara aOn ee ay 


PS 418 S. Market Street 51 E. 42nd Street Mills Building 
(f= CHICAGO, ILL. NEW YORK WASHINGTON, D. C. 


— 











Se noes 


“UNIVERSAL” 


lth Sori BLT i cde a TIT coca cl 








PN cs csiWabocsweeeee INORG IeRS EAE RECs Cee ECACESeouseeeees 947 
CURRENT TOPICS IN WASHINGTON.............ccecccceeececcee 951 The 
DECISIONS OF THE COMMISSION: ‘ 
Hoch-Smith grain; No. 17000, part 7; report modified......... 953 Choice 
Interstate Amniesite Co. vs. A. C. & Y. et al.; case 22598; 
CUNO GU GE Ba ooo 6:0 00:60:00. 60:00:00.00600650000600065.00 953 
Midwest Coal Traffic Bureau vs. Ark. Valley Interurban et al.; 
docket 21993 and cases grouped therewith; coal............ 955  @) 
on ered — Co. vs. ve & O. et al.; case 23281; ose 
WS 000sssecsesbendsaneanshesseebedeenswseesetesbessesaseeewes 
Cunningham Brick Co. vs. Southern «“ al.; case 23223; fuel oil 956 
Val Blatz Brewing Co. vs. A. T. & S. F. et al.; case 23351; malt ver 
WE kvusadaseeniancees EOP oe ree ere ry er Ter 956 
Warner, W. 8&., vs. A. G. S. et al.; case 23427; cotton gin ma- 
iano 4660688006466 045006400050860bO0ESsS44 454 ONES ES 956 
Darling and Co. vs. S. A. L. et al.; case 23526; imported 200 OOO 
CTACKIINGS ....ceeccccccccccecccccecsceecsccsssecccsssseseseees 956 j 
Brown, W. P., and Sons Lumber Co., Inc., et al. vs. A. G. S. 
et al.; case 23783; lumber reconsignment.........-.eeeceeeees 956 Shi 
PROPOSED REPORTS IN 1. C. C. CASES........cccccccccssccce 957 ippers 
U. 8. SUPREME COURT DECISIONS.............cceccccceccceees 961 
aan I Or oc a lel ea Seeeaeine 963 
MISCELLANEOUS TRAFFIC DECISIONS................eeeeees 963 
MATERIAL HANDLING CONGRESS ..............ccccccccceeeees 966 
AVIATION NEWS 268 For Rates or further information apply to our 
Freight Traffic Department in your city 
| 
: NLAND WATERWAY TRANSPORTATION.............000000008 968 or to the 
©) A CLOSE-UP oF THE TRANSPORTATION REVOLUTION—B ; 
“i y 
eS peterreneeremnaiarnnimnntsenan tie: 969 FREIGHT TRAFFIC DEPARTMENT 
| OCEAN SHIPPING NEWS , : 
I ba CCE OOOO OORT Eee eee Oe 972 58 West Jac n Boulev CHICAGO, Inn. 
Mm QUESTIONS AND ANSWERS................00ccscceeceeceeeeees 976 40 Rector Street, New Youx Crry, N. Y. 
DOINGS OF THE TRAFFIC CLUBS................00ceeceeeceeees 982 
> PERSONAL RO Fe Dob db vcesctccninedpesicestousete 986 











Cee OeeHESEEEHEHEEHEEEHEHEHE HEE EHEEE EES 





“Reduced Freight Rates” 


CeCe PEO HHH EEE HEE EES 





PAGE 938 


The Traffic World Vol. XLVI, No. 4 ff 


PHILADELPHIA 
TIDEWATER 


TERMINALS 
G. M. RICHARDSON 


General Manager and Treasurer 
10 CHESTNUT STREET 
PHILADELPHIA, PA. 


CAREATER , SPATCH 


AT SMALL COST i 
FOR SHIPPERS &- DISTRIBUTORS 


These great deep-water terminals 
offer facilities to the merchant ma- 
rine, shippers and consignees of 
export and import cargoes never be- 
fore available in this country. Mod- 
ern buildings, equipped with the 
most up-to-date machinery for the 
handling of bulk and packaged car- 
core HANTIC TIDEWATER TERMINALS | B0eS) offer the utmost in safety and “NORFOLK TIDEWATER TERMINALS 
<> feats eenen, Mame ahs ee security with the lowest possible in- aig ok ae 
surance rates. Centralized adminis- 
tration, under a management special- 
| izing in terminal and warehouse op- 
erations, provides a uniform high 
standard of service to all patrons. 
There is direct rail transfer except 
in New York, where the terminal is 
located within the free lighterage 
KEYSTONE WAREHOUSE COMPANY —s MERCHANTS WARMNOUEE COSSPANT | a 


W. J. Bishop, General Superintendent Malcolm A. Buckey, Assistant Treasurer 


RICHARD ‘D. JONES, Western Traffic Manager 
Seneca and Hamburg Streets, Buffalo, N. Y. $666 ‘Teanspestation Bullding 10 Chestnut Street, Philadelphia, Pa. 


Chicago, IIl. 


AINof TIDEWATER TERMINALS | 
,,,and ALLIED INLAND WAREHOUSES | set 


HARVEY C. MILLER President - 


>) 


7 " W.B.MCKINNEY Secretary &Treasurer Lye y Omiaiva 


: NN COMMERCIAL TRUST BLDG. PHILA. PA. Zit (se eons 
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Two Square Miles 


; of the Fifty 


This illustration 
shows part of the 
industrial devel- 
opment at Clear- 
ing and the resi- 
dential section 
adjoining. 
portion of the 
B. R. C. Clearing 
Transfer shows 
at the left. 

































Attractive, readily accessible industrial property to an 
extent of over fifty square miles borders the line of the 
Belt Railway Company of Chicago. There is still acre 
after acre of this most desirable property available. 
Prairie land that sold at reasonable prices yesterday, 
today is valuable factory sites. Three hundred and fifty- 
two industries used “trunk line service” to all America 
by way of the Belt Railway Company of Chicago and its twenty-five con- 
necting trunk lines in 1929; twenty years ago there were but ninety-eight. 


By our service we are judged and our industries—and we—profit. Ask any 
of the industries that we serve. 


There are attractive homesites wherever our industries group. They have 
all of the attractions of the nearby city, but in many cases the advantages 
of a country location. All locations on the B. R. C.’s twenty-five miles 
benefit by the speed and safety of “trunk line” service to everywhere—at 
Chicago rates. 


Our maps tell the story—they are sent on request. 


The BELT RAILWAY COMPANY 


of CHICAGO 


Industrial Department 





F. J. WASSON J. H. BROWN 
General Traffic and Industrial Manager Telephone Harrison 3684 Traffic and Industrial Manager 
Dearborn Station, Chicago Dearborn Station, Chicago 
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GALVESTON—AMERICA’S 


The Traffic World 


OF QUICKEST DISPATCH 


“In Union 


= a 


there is 
.... also 


efficiency! 


GALVESTON is a Unit Port 
--Every Activity Co-ordinated 


Si varied functions of a port must 
be closely co-ordinated for greatest 
efticiency. At Galveston every activity of, 
the port is under one control—unit man- 
agement—and each department works 
more smoothly with the others by being 
centrally directed. 


Unloading, warehousing, storage, financ- 
ing, insurance and shipping are all under 
one management. 


Think how this speeds up the handling 

of shipments! 

There are no 
GALVESTON is the 
By water gateway to the unnecessary de- 
Southwest. Closest to 
important markets. 
Connected with the 
Atlantic seaboard by 
water freight lines— 
with inland cities by 
four trunk railways. 
The logical port for 
shipments to and from 
the Southwest. 





Yj 


eS 


GALVESTON WHARF COMPANY 
Established 1854 


GALVESTON, TEXAS, U. S. A. 
F. W. Parker, General Manager 


———The Port- of 


FALVES 


George Sealy, President 


fcaul snr 


lays. The number of times the shipment 
is handled is cut down. The cargo goes in 
and out in the shortest possible time. 
Whole days are saved for shippers. 


Imagine how unit control simplifies ship- 
ping through Galveston. One company to 
do business with, one management anx- 
ious to give satisfactory service in every 
detail. No red tape. No shifting of re- 
sponsibility. No confusion. 


Galveston’s unit control is one of the fac- 
tors that make it 
‘America’s port of 
quickest dispatch.” 


Let us put your name 
on our free subscrip- 
tion list for “Shippers 
Digest of Galveston’, 
published weekly. Full 
Sailing lists of vesse's 
in the coastwise and 
foreign trade. News 
of cotton, grain, flour 
and other cargoes. 
Write us today. 
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CHESTERFEELD CIGARETTES 


ley “the. Aaitralettrns 


i: of BUSH TERMINAL ecause Shey Salinfy 


“ gm™EEDING” the popular Chesterfield 
sate to the entire metropol- 
itan area of New York is almost as 
rapid-fire as delivering the morning 
papers. Numberless retail outlets must 
be kept constantly supplied with 
Chesterfields. Liggett & Myers have 
found that they gain speed, effi- 
ciency and economy by using the 
distributing organization and facilities 


of Bush Terminal. 


Bush Terminal provides floor space 
in flexible units for reserve stock of 
Chesterfields. The responsibility for in- 
coming and out-going deliveries and 
the physical distribution organism is 


placed on Bush. 


UNITED CIGAR STORES, R. C. A. 
PHOTOPHONE, DEL MONTE and 
BEECH-NUT are a few of the large 
manufacturers who use one or 
more divisions of Bush Terminal 
Service. Apaeann house living 
provides added conveniences at 


low cost—and “apartment house” 


BUSH TERMI 





NAL 


manufacturing, warehousing and 
distributing does the same, on a 
scale that is of vital economic value. 
MANY MANUFACTURERS ARE 
SAVING AS HIGH AS 50% OF THEIR 
FORMER PRODUCTION COSTS: 
Eight enormous ocean steamship piers; 
miles of railway sidings; massive 
warehouses and manufacturing units; 
10,000,000 square feet of floor space 
available in any size unit —single‘floor 
units from 5,000 to 100,000 square feet; 
cold storage; heat, light and power 
in any quantities—at low cost. These 


are only a few of the Bush features. 


Why not let Bush industrial engineers 
survey your manufacturing, warehous- 
ing or distribution? They may find 
the ‘opportunity of saving you many 
excessive costs, of speeding production 
and distribution. There is neither cost 
nor obligation. You want FACTS. Our 
engineers will find them and report 


them to you. 


-OMPANY 


Metropolitan facilities for DISTRIBUTION, WAREHOUSING AND MANUFACTURING 
Executive Offices: 100 Broad Street, Dept. H, New York 
Piers, Sidings, Warehouses, Truck Depot and Manufacturing Lofts on New York Bay 


FOREIGN DISTRIBUTION— BUSH SERVICE CORPORATION 
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Route bill of lading (via P. & P. U. Railway) and Peoria, Illinois. Our switching charges 
absorbed by line-haul carriers regardless of whether P. & P. U. is or is not shown as 
participatirg carrier in joint rates. (I. C. C. Circular No. 20.) x 
Efficient Switching Service Between the Following Railroads a 
Atchison, Topeka ss Santa Fe Railway Co. a 














Chicago and Illinois d Ry. om 
Chicago, Rock Island & Pacific ~~ Company ° Va 
Cvaed, | Chicago & St. Louis Railway Consent i 


(P ) 
Illinois Central Railroad Company 
Illinois Terminal Company 

eapolis & St. Louis Railroad uoene 
New York, Chicago & St. L. R. Co. (L. E. & W. Dist.) 
Pennsylvania Railroad 28 

Peoria Terminal Company ae. 

Teledo, Peoria & Western Railroad 
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Excellent Postal card 
icing ATS passing reports 
facilities. < CH BY os Q furnished . 


PEORIA AND PEKIN UNION RAILWAY 


Inquiries Solicited, Address E. F. Stock, Traffic Manager, Union Station, Peoria, Illinois 
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This Booklet 
Shows Howto 


SPEED UP 
BRITISH 
SALES... 








¥ 







No matter what the transportation, warehousing and unique service arrangement which makes it possible 

distribution requirements of your British trade may for you TO USE AS YOUR OWN the 350 ware- 

be, the L. M. S. PLAN meets them. Our new book- houses which are placed in “key” positions along 

let “Distribution” gives proof of this fact. Every L. M. S. transportation lines. A detailed descrip- 

export executive will find the information it contains tion of the revolutionary store-door motor delivery 

extremely valuable. which assures you of adequate, immediate distribu- 
tion at minimum overhead. 












‘a New facts . . . latest statistics . . . up-to-the-minute 

ia transportation developments. Get your Free copy of ‘‘Distribution” now. There 
ea is an answer to an export problem on every page: 
A fascinating story of L. M. $.—the largest railway Your name on your company letterhead brings this 
system in Great Britain. An explanation of the booklet to you .. . by return mail 


London, Midland & Scottish Railway of G. B. 








Thomas A. Moffet, Vice President - Freight Traffic 
1 Broadway, New York City 


{ LONDON, MIDLAND & SCOTTISH CORPORATION ] 
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Is your Selling Arm too Short to 
reach the Rich Eastern Markets ? 


Find out if the populous Eastern area 
of the United States is producing the 
right percentage of profit for your 
business. 


Many firms get their proper propor- 
tion of salesin this rich Eastern terri- 
tory, but few do so at a margin of 
profit comparing favorably with that 
of the rest of the country. If you use 
Philadelphia as an additional base 
for manufacturing, warehousing, or 


7 


servicing, you will be in position to 
draw full profits out of the East. 


This Association will be glad to pro- 
duce facts and figures that apply to 
your particular business. For this 
there is no charge. 


General reports, as shown, are im- 
mediately available. Specific data 
applying to your own problem will 
be compiled and supplied if you re- 
quest it on your business letterhead. 


Address Department B.B. 
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A. J. Dickinson 
Passenger Traffic Manager 
St. Paul, Minn. 


P. H. Burnham 
Western Traffic Manager 
Seattle, Wash. 


H. H. Brown 
General Traffic Manager 
t. Paul, Minn. 

C. W. Meldrum 


Asst. General Passenger Agent 
Seattle, Wash. 


H. G. Dow 
Eastern Traffic Manager 
233 Broadway 
New York City, N. Y. 
T. J. Shea 
Asst. General Freight Agent 
105 W. Adams Street, R. 620 
Chicago, Ill. 


1115 
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FASTER 
FREIGHT 
SERVICE 


For the utmost in speed and dependability, 
ship via Great Northern between Saint Paul, 
Minneapolis, Duluth, Spokane, Portland, 
Klamath Falls, Ore., Seattle, Tacoma and in- 
termediate points.: Through merchandise 
cars to and from the Pacific Northwest and 


intermediate points. 


GLACIER PARK OPENS JUNE 15 
MAKE YOUR RESERVATIONS EARLY 


GREAT NORTHERN RAILWAY 


ROUTE of THE EMPIRE BUILDER rapio eEaquippep 
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way to Southern Pacific rails, as 
shown on our map @, may indi- 
cate that your location is some 
distance from our lines, you are in fact no 
farther from our service than your distance 
from our nearest agency. 
At every point marked * 
there is a general agency 
representing all Southern 


[Al LTHOUGH the nearest actual gate- 


Pacific Lines. 


Located at and traveling 14 44 ; 


Healey Bldg. 

209 Morris Bldg. 

502 Protective Life Bldg. 
id South Bldg. 

Ellicott Square Bldg. 

ie Terminal 
hicago—Freight Dept....Southern Pacific Bldg. 
Chicago—Passenger Dept 33 W. Jackson 
Cleveland...................+..Hippodrome Bldg. 


Birmingham 
Boston... 


The Traffic World 
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from these agencies are well-trained men 
familiar with your local conditions and 
closely in touch with the vast territory in 
the United States and Mexico served by 
our lines, and, through agents abroad, with 
the situation in foreign countries. Backed 
by the support and co- 
operation of our entire 
organization, they are 
: splendidly equipped to af- 
WY, ford you assistance in all 
transportation problems. 


You are cordially invited 
to use the facilities of our 
entire organization in any 
way we can serve you. 
_ Simply communicate with 
our nearest representative. 


Southern Pacific 


Majestic Bldg. 

Pi Y Margall (antes Obispo) 46 

erchants Bank Bldg. 

Railway Exchange Bldg. 

Fourth & Wainut Sts. 

Exchange Bldg. 

Minneapolis Metropolitan Life Bldg. 

Mexico City........... Ave. Cinco de Mayo, No. 7 
Monterrey 


ificio Langstroth 
New York City—Frt.-Pass 165 Broadway 


Uptown Pass. Ticket Of .531 Fifth Ave. at 4th’ 
Oklahoma City Perrine Bld 
Philadelphia... . 

Pittsburgh 


Carleton 

$85 Granwille® 

woneon . Shoreham Bit 
613 Reynolds 
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Our Platform 


is Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 
_- ‘Take politics out of rate-making. 
¢ A special fee for the use of the highway by motor 
) vehicle common carriers as a place of doing business. 
a Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by the 
» law and the Commission. 
Development of inland waterways for commerce 
_ only where a careful survey has demonstrated an ade- 
4 quate traffic demand, and then only for the purpose of 
' permitting private operation of carriers thereon, who 
» should pay for the privilege of using the waterways in 
_ ) order to recoup the taxpayers for the cost of develop- 
_} ment and maintenance. The differential between rail 
_) and inland waterway rates, if one is found to be justified, 
~ ) should be fixed on the basis of a scientific study of the 
_) comparative cost of rail and water transport. 
_ A traffic department, in charge of a capable traffic 
" man, for every business concern doing any considerable 
_ amount of shipping, and a realization by industrial traffic 
» men that they must equip themselves to give the sort of 
service that will justify employing them. 
fe If motor vehicles, intercoastal vessels, and inland 
| waterway carriers are not to be regulated, then’ remove 
* > regulation from the rail carriers. In other words—equal- 
ie ize the burden of regulation in the interest of fair com- 
__» petition and the proper maintenance of rail transport. 











THE LEAGUE AND SECTION 15A 





ca HERE has been some question as to the correctness 
. of a statement made in this column last week to the 
') effect that the National Industrial Traffic League was 
> trying to bring about repeal of the provision of the law 

—section 15a, of the transportation act of 1920—under 
which rates are supposed to. be so adjusted that the 
railroads will be enabled to earn five and three-quarters 
per cent on their valuation. It has not been raised in 
any important way, and that it is raised at all is due, 
first, to lack of knowledge as to what the League is 
Proposing, and, second, to a mistaken impression that we 
were criticizing the League for what it was doing. We 
were not criticizing the League for that; we were merely 
calling attention to the inconsistency of an officer of the 
League endorsing a statement pointing to the advantage 
enjoyed by the railroads under this provision, when it 
had never been enforced and when the League was trying 
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to have it repealed. But, since the same question may 
arise in the minds of others, we herewith give the posi- 
tion of the League with reference to this matter. 

The League’s position on section 15a is as approved 
at the last annual meeting in November, 1930, at New 
York. It is set forth in the statement on the Howell 
bill relating to rate-making, recapture, and valuation, 
filed with the senate interstate commerce committee last 
August ahd published in The Traffic World of August 
23, 1930, page 455. To this statement was attached a 
draft of a bill suggested by the League to give effect to 
its views on section 15a and valuation. 

The League favors repeal ab initio of the recapture 
provisions of section 15a. 

As to the rate of return and rate base phases of 
section 15a, the League statement filed with the senate 
committee, in referring to the provisions of the bill it 
submitted, said: 


It will be noted that the bill recognizes the principle of 
group rate making and the propriety of having the Commission 
undertake to fix rate levels to meet the needs of the carriers 
and the public from time to time. It also provides that the 
Commission shall find and make public from time to time what 
returns will, in the judgment of the Commission, meet such 
requirements. While this bill does not undertake to impair 
or restrain the constitutional rights of the carriers nor to dis- 
regard the value of their properties as the term value may 
be defined by the courts of the country, nevertheless, it rec- 
ognizes that there are other important considerations involved 
in adjusting the level of freight rates and other carrier charges 
from time to time. 

The bill undertakes to get away from the necessity to find 
and promulgate exact rate bases, which, according to the ex- 
perience of the past ten years, have been found to be imprac- 
ticable. It leaves the Commission free to take into considera- 
tion all of the factors that may enter into the ascertainment 
of proper rate levels and permits them to exercise their common 
sense judgment from time to time. For more than forty years 
the Commission has been building up valuable statistical in- 
formation and important precedents and has been developing 
expert, trained technical minds to cope with the problems 
involved. It has not hesitated to call upon the shipping public 
and the carriers for expert assistance and advice as new prob- 
lems arose and the League believes that, by reason of this 
background of experience, as well as the present splendid 
equipment and personnel of the Commission, the best possible 
method of handling the problem is to change the law so as to 
give the Commission a broader discretion and to get away from 
the hide-bound formule which experience has proven to be 
impracticable. At the same time, we do not believe anything 
should be done which would tend to restrict or impair the con- 
stitutional rights of the investors in the properties devoted to 
public use, and to this end we believe that it is perfectly fitting 
and proper that the Commission, from time to time, undertake 
to ascertain the needs of the carriers of the country as well as 
those of the shipping public. 

The bill we would propose merely lays down certain general 
principles for the guidance of the Commission, which principles 
have been recognized for a generation in one form or another. 
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A STEAM-ELECTRIC TRUNK LINE 
—550 MILES ELECTRIFIED. 


TE tenn ‘She Tene Werkl 


THE MEASURE OF 
A RAILROAD’S POWER 


is found largely in its terminals. 


The Illinois Terminal Rail- 
road System is building in St. 
Louis a new terminal (completely 
electrified—noiseless and smoke- 
less) leading directly into the center 
of St. Louis’ development activity 
—where retail and wholesale 
shopping districts join hands—in 
the downtown hotel district and 
close to the financial district—just 
north of the new St. Louis Plaza 
development and adjacent to the 
new homes of the St. Louis Globe- 
Democrat and the St. Louis Star 


(both to be served by it). 


Over the underground passenger 
and freight terminals it is con- 
structing its mammoth industrial 
building and warehouse loft, offer- 
ing to national distributors unex- 
celled service by rail or truck in 
all directions from St. Louis and 
within the St. Louis area. 
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With the enactment of such legislation, the shippers will be 
relieved from the uncertain situations created by section 15a 
and we would not replace them with other uncertainties which 
would ensue if Congress should promulgate other formule by 
' which the Commission is required to ascertain with mathe- 
’ matical certainty the basis upon which it must compute the 
| return the carriers should have an opportunity to earn. 





The League bill would take out of section 15a the 
> requirement as to establishment of rates under which 
the carriers would “earn an aggregate annual net rail- 
way operating income equal, as nearly as may be, to 
a fair return upon the aggregate value of the railway 

property of such carriers held for and used in the service 
of transportation.” 

It would also take out paragraph 3 directing the 
Commission to determine and make public what per- 
centage of such aggregate property value constitutes a 
fair return thereon, and also paragraph 4 relating to 
determination of value. 

The League bill says: “The Commission shall inves- 
tigate and determine from time to time what return shall 
be required to comply with the law and shall make public 
its findings and conclusions with respect thereto.” 

As set forth in the League statement on the Howell 
bill, the desire of the League is to get away from a 
requirement that the Commission shall ascertain with 
mathematical certainty the basis on which it must com- 
pute the return the carriers should have opportunity to 
earn. 

The League is for revision of section 15a, as indi- 
cated, and such a revision would take from the law the 

requirement that rates be so made as to give the rail- 
roads a certain return on their valuation. 

We said above that, in our former editorial, we 
were not criticizing the League for its position. We 
_were not, at that time, but we do not hesitate to say 
_that we are not in agreement with it on this matter. 

_ We realize that the provision of the law that the League 
_ would remove has been of little definite avail, but that 
_ is because it has not been enforced. We believe, however, 
that it has been of some moral weight—that the Com- 
: mission, perhaps, has not strayed as far away from a 
_ level of rates that would give the railroads an adequate 
Tevenue as it might have strayed without the provision 
_ for a certain percentage return. 


tger ac 


savas 


The situation that would confront us, were the plan 

pof the League to be adopted, would differ little from the 

be situation that prevailed before section 15a was enacted 
into law. Everybody recognized then (in words) that 
y the railroads were entitled to a fair return and there 
eS Were many who thought the matter ought thus to be left 
With the Commission without definite instructions. The 
language now used by the League in supporting its posi- 
tion differs little from that used in 1920 by those opposed 
'o the provision now in the law. We do not say that 
| Persons making these arguments are actually or con- 
Sclously influenced by desire to create a situation that 
Would make it easier to reduce rates or prevent them 
from being increased, but we do say that that is the 
Situation that will be created if they have their way. 
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Of course we agree with the League in its position 
that the recapture provision should be taken out of the 
law. It was always an abomination. 


NEWSPAPER INACCURACY 


VERY newspaper reader who has had occasion to 

look in his daily journal to find out what has hap- 
pened with respect to something in which he is interested 
has had the unhappy experience of finding nothing what- 
ever published about the matter or that what was pub- 
lished was either incorrect or so incomplete (or both) 
as to be worthless. Sometimes he never finds out that 
what he reads is incorrect. There seems to be little or 
no effort in present-day journalism for adequacy and 
accuracy. Even the once conservative Associated Press 
is infected. 

A case in point in our own field is the following 
Associated Press item published in the Post, Washing- 
ton, D. C., last Sunday, under the heading: “Plan For 
Canadian Waterway Is Near—St. Lawrence Project Is 
Considered as Likely, Stimson Hears”: 


Indications that Canada would act favorably shortly toward 
making the St. Lawrence waterway project a reality were given 
Secretary Stimson yesterday by R. J. Manion, Canadian Min- 
ister of Railways and Canals. 

During a conference at the State Department, the Minister 
told the Secretary he believed the Washington government could 
expect soon a favorable reply from Canada to the American 
note of last September asking the attitude of the government 
of Premier R. B. Bennett toward the project. 

Hanford McNider, American Minister to Canada, who flew 
here Friday with Mr. Manion on a private visit; Hume Wrong, 
Canadian charge d’affaires, and J. Theodore Marriner, chief of 
the western European division of the State Department, at- 
tended the conference. 


Since this was a matter in which we were interested 
and on which our Washington staff had sent nothing, 
we checked up on it. This is what we found: 

Our minister to Canada, Hanford McNider, and R. J. 
Manion, Canadian minister of railways and canals, were 
invited guests for the Gridiron dinner to have been held 
April 13. 

That dinner was postponed until April 27 on account 
of the death of Speaker Longworth ; McNider and Manion 
were advised Friday of the change, but Manion could 
not come April 27, so, having made arrangements to 
come to Washington by plane Friday, they came any way 
on a week-end jaunt. 

MeNider introduced Manion to Secretary Stimson in 
a courtesy call; that call did not last five minutes; the 
St. Lawrence waterway was not mentioned ; Manion told 
some newspapermen, when asked about the St. Lawrence 
matter, that it was not under his jurisdiction; McNider 
said specifically that the waterway question was not 
discussed. 


N. Y. STORE DOOR DELIVERY 
The Trafic World New York Bureau 


The plan submitted by the railroads for a store door col- 
lection and delivery of freight by the Railway Express Agency 
was characterized as unsuitable, a subterfuge, and a makeshift, 
by representatives of shipping organizations at the monthly 
meeting of the Shippers’ Conference of Greater New York 
April 14. 

W. H. Chandler, chairman of the conference, reported this 
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as the result of a conference held in the morning at the head- 
quarters of the Trunk Line Association by shippers, traffic men 
and railroad executives. Mr. Chandler represented the Mer- 
chants’ Association at that meeting. 

W. J. Mathey, chairman of the Shippers’ Conference com- 
mittee on store door delivery, reported to the same effect. He 
said he told the railroad men it was a waste of time to discuss 
the subject further, as far as the shippers were affected, until 
the carriers had a concrete plan that would give a real expe- 
ditious cost of store door delivery and that would not cost the 
shippers more than the present expense of freight handling. 

At the morning conference were representd, besides the 
two organizations mentioned, the Atlantic States Regional Ship- 
pers’ Advisory Board, New York Board of Trade, Brooklyn 
Chamber of Commerce, Queensboro Chamber of Commerce, 
American Railway Express, by its president, R. W. Cowie, the 
Trunk Line Association, by R. N. Collyer, trucking organiza- 
tions, and the various railroads interested. 

The shippers, it was said, invited the railroad executives 
to discuss their plan, but, with the exception of Mr. Collyer 
and Mr. Cowie, they refrained from doing so. According to 
those attending the conference, the apparent reason was that 
the railroads themselves were not agreed on the plan and that 
some of them did not want it at all. 

The plan put forth by the railroads would cover Manhattan, 
Brooklyn, the Bronx, and Queens. 

Mr. Chandler termed the plan a “subterfuge” to block the 
efforts of shippers to get store door delivery. He said the 
plan would merely put the Railway Express Agency in the 
trucking business and add to the cost of freight delivery. At 
the shippers’ conference in the afternoon Mr. Chandler elab- 
orated on the statements he had made to the agents of the 
railroads. 

“The type of store door delivery we demand,” he said, 
“would involve the direct delivery of freight from the car to 
the consignee. It would eliminate transportation to a pier and 
the transfer of freight to trucks. It would result in the aban- 
donment of waterfront terminals by the railroads and a saving 
for railroads and shippers. 

“The railroads have no real need of waterfront piers and 
terminals. They can dispose of their properties on the river, 
abandon the shipment from rail end to pier, and give New York 
a direct service. A railroad’s sign on a pier used to be valuable 
as an advertisement, but the public no longer travels on West 
street and little prestige attaches to a railroad pier. 

“The first step must be the reduction of terminal expense 
by the elimination of the railroads from the waterfront. The plan 
of the railroads now is just a new way to control trucking at 
greater expense. It is not store door delivery.” 

At the conference with the railroad men, W. J. L. Banham, 
president of the New York Board of Trade, demanded the elimi- 
nation of present delivery methods at the piers, which he termed 
old-fashioned and expensive. He said the Board of Trade would 
oppose any plan that did not effect economies that would be 
shared by the shippers and the railroads. 

“The proposal now submitted,” he said, “simply puts the 
Railway Express Agency in the trucking business. Some of the 
proposed rates are lower and some are higher. While the plan 
may include advantages and disadvantages, the old methods 
would remain in force. It should contemplate not only the col- 
lection and delivery at store door, but also at the railheads 
themselves, and this is where economies might be made.” 

Moreover, the proposed schedule of the railroads would pro- 
vide for a supervisory charge by the American Railway Express 
of 1 cent a hundred pounds, and higher still, according to zone, 
it was stated. 

“It is asinine to think anyone is going to pay a premium 
based on some alleged scientific study for the privilege of hav- 
ing his freight handled by the railroads indirectly in the pro- 
posed plan,’ Chairman Chandler said. 

The Atlantic States Regional Shippers’ Advisory Board, in 
expressing to R. N. Collyer, chairman of the Trunk Line Asso- 
ciation, its objections to the raiiroad plan, said: 

We are keenly disappointed for the reason that we had believed 
that the carriers were in earnest in their efforts to develop and 
submit to us an actual pick-up and store door delivery plan for our 
consideration, the application of which plan would be productive of 
yet oy to both carriers and shippers. Your schedule in no way 

As we interpret your schedule it is merely an announcement on 
the part of the carriers that the railway express agency may 
perform pick-up and delivery service at rates named in the schedule, 
which generally are higher than going truck rates of responsible 
trucking companies now performing like service. 

Our understanding of pick-up and delivery service is that carriers 
would accept freight for carriage to and from store door, charging 
a reasonable cartage rate in addition to the line haul rate. Such 
service would not expedite handling, but materially lessen the cost 
to both shipper and carrier. 

We are unable to find anything in your schedule to justify the 
belief that its use would result in reduction in the handling cost to 
either party. 

We are reluctant to believe that the proposed schedule is intended 


merely as a subterfuge or as a measure to delay the inevitable, but 
it is difficult for us to interpret it in any other way. 
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The board then proposed that a committee of three rep, 
senting the railroads, three representing the shippers, and ty, 
representing the trucking companies meet to see if it could yo, 
agree on a plan that would meet the requirements of all, | 

The railroad officials went into session following the ¢). 
ference. 

J. B. Magill, special representative of the Maritime Asgy 
ciation of the Port of New York, raised the question as ty 
whether the conference had intended to indorse the attitude 
the railroad executives in their recent declaration of policy ; 
regard to participation in water transportation. He was assur 
by Mr. Chandler that the conference did not uphold the railroaj 
plan for extension of water line operations. Mr. Chandler g. 
plained that the Panama Canal act permits the railroads 4 
engage in water transportation provided the Commission ; 
satisfied that such operation is in the interest of commer 
He cited the operation of the Savannah Line, the Morgan Lin 
and the New England Steamship Company as examples of line 
operated by railroads with the approval of the Commissigy, 
Liberalization of the provisions of the Panama Canal act, 
said, would require special legislation. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended April 4, totale 
728,511 cars, according to the car service division of the Amer. 
can Railway Association. 

“Due to the observance of Good Friday, this was a reductin 
of 11,568 cars below the preceding week this year and a redu. 
tion of 179,548 cars below the same week last year,” said the 
association. “It also was a reduction of 229,714 cars below the 
corresponding week in 1929.” 

Revenue freight loading by districts the week ended Apri 
4 and for the corresponding period of 1930 was reported a 
follows: 


Eastern district: Grain and grain products, 6,040 and 6,729; liv: 
stock, 1,730 and 1,814; coal, 28,122 and 32,239; coke, 2,000 and 2,81 
forest products, 2,195 and 3,195; ore, 654 and 1,442; merchandise, L 
Cc. L., 62,101 and 70,167; miscellaneous, 67,067 and 88,954; total, 1931 
169,909; 1930, 207,358; 1929, 228,172. 

Allegheny district: Grain and grain products, 3,016 and 2,980; live 
stock, 1,189 and 1,813; coal, 27,629 and 33,422; coke, 3,609 and 5,012 
forest products, 1,337 and 2,691; ore, 1,071 and 3,912; merchandis: 
L. C. L., 47,267 and 53,382; miscellaneous, 59,782 and 84,50; total 
1931, 144,900; 1930, 187,262; 1929, 198,333. 

Pocahontas district: Grain and grain products, 308 and _ 282; liv 
stock, 24 and 54; coal, 26,673 and 32,796; coke, 306 and 358; forest 
products, 752 and 1,431; ore, 85 and 149; merchandise, L. C. L., 6,32 
and 7,480; miscellaneous, 7,577 and 9,276; total, 1931, 42,051; 193 
51,826; 1929, 49,231 

Southern district: Grain and grain products, 3,809 and 3,779; liv 
stock, 1,071 and 1,277; coal, 17,249 and 18,156; coke, 479 and 581; fores 
products, 9,636 and 16,387; ore, 665 and 875; merchandise, L. C. L 
37,909 and 40,823; miscellaneous, 49,937 and 63,024; total, 1931, 120,755 
1930, 144,902; 1929, 157,616. ) 

Northwestern district: Grain and grain products, 8,602 and 9,58 
live stock, 5,755 and 5,982; coal, 5,966 and 5,318; coke, 1,081 and 1,4él 
forest products, 8,532 and 15,921; ore, 408 and 858; merchandise, L 
C. L., 27,354 and 32,641; miscellaneous, 27,730 and 38,571; total, 1991 
85,428; 1930, 110,332; 1929, 113,076. ‘ 

Central Western district: Grain and grain products, 9,604 ani 
11,606; live stock, 8,132 and 9,236; coal, 8,999 and 8,378; coke, 129 ané 
167; forest products, 4,831 and 10,356; ore, 2,196 and 2,721; merchandise 
L. C. L., 29,291 and 34,443; miscellaneous, 39,902 and 53,982; total 
1931, 103,084; 1930, 130,889; 1929, 132,643. 

Southwestern district: Grain and grain products, 5,295 and 5,4l! 
live stock, 1,681 and 2,306; coal, 3,783 and 3,719; coke, 74 and 98; for 
est products, 3,809 and 6,980; ore, 490 and 548; merchandise, L. C. L. 
15,215 and 15,980; miscellaneous, 32,037 and 40,445; total, 1931, 62,38! 
1930, 75,490; 1929, 79,154. ; 

Total, all roads: Grain and grain products, 36,674 and 40,370; livé 
stock, 19,582 and 22,482; coal, 118,421 and 134,028; coke, 7,678 and 10,49 
forest products, 31,092 and 56,961; ore, 5,569 and 10,505; merchandise 
lL. C. L., 225,463 and 254,916; miscellaneous, 284,032 and 378,302; total 
1931, 728,511; 1930, 908,059; 1929, 958,225. 


Loading of revenue freight in 1931 compared with the tw 
previous years follows: 

1929 
4,518,608 
3, 797,18 
3,837,134 

958, 2% 


13,111,738 


1931 


Five weeks in January 3,490,542 
Four weeks in February 2,835,680 
Four weeks in March.........20.. 2,939,817 
Week ended April 4 728,511 


9,994,550 


1930 
4,246,552 
3,506,899 
3,515,733 

908,059 


12,177,243 


CAR SURPLUS REPORT 
The average daily surplus of freight cars in the peri0 
March 23-31, inclusive, was 621,509, as compared with 621,92 
cars the preceding period, according to the car service divisia 
of the American Railway Association. The surplus was made ¥ 
as follows: 


Box, 254,380; ventilated box, 1,475; auto and furniture, 42,%% 
total box, 298,837; flat, 20,779; gondola, 142,565; hopper, 110,260; tot 
coal, 252,825; coke, 673; S. D. stock, 26,892; D. D. stock, 4,752; ™ 
friegerator, 14,443; tank, 960; miscellaneous, 1,348. 


Canadian roads reported a surplus of 28,475 cars, made ! 
of 26,000 box, 175 auto and furniture, 800 flat, 700 S. D. stock 
500 refrigerator and 300 miscellaneous cars. 
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Current Topics in 
Washington 





The supplemental report of the Com- 
mission in No. 17000, part 7, Hoch-Smith 
grain (elsewhere in this issue), affords ex- 
cuse, if not reason, for speculation as to 
iTraffic Manager the effect on the grain traffic manager. The 
LC report aims to put an end to the taking of 
"transit on proportional rates—in the western district, of course, 
hecause the report is limited to that district—so that transit 
"halances will disappear from the picture on the outbound move- 
"ment from such a point, as, for illustration, Kansas City or 
one of the Twin Cities, which have many proportional rates. 
' Transit must be taken, if at all, on the inbound rate. The 
proportional must be paid on the outbound. There cannot be 
P transit except on the inbound rate—hence, the balance of the 
"through rate disappears where there are outbound proportionals. 
" Matching freight bills on outbound shipments has generally 
"been spoken of as one of the greatest duties of a grain traffic 
‘manager. A man who did not know that phase of the subject, 
"forward and backward and diagonally, as well as up and down, 


Restraints Put 


near 


g has frequently been said to be as financially dangerous to his 


employer as a man with a lighted match in a powder magazine. 
BY Now, however, if the thought back of the application of 
‘outbound proportionals only is carried into practice, how, it 


"might be inquired, could the keen traffic manager match his 


— billing so as to get a lower rate, outbound, than his less keen 


‘rival? All he will have to do at points where there are pro- 
portionals on the outbound movement will be to know the pro- 
portionals and pay them. The chances, of course, are that it 


[will be some time before ways are found for getting around 


£ what is believed to be the intention of the Commission. While 


‘© the hunt is one, the grain traffic man will be dealing with un- 


"known and, perhaps, unsuspected quantities. But the trans- 


«— portation phase of the grain trade, for many years, has been 


important and things of that sort die hard, if at all. 


ae 
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Americans, descended from Ameri- 
cans who turned republican in 1776, or 
Europeans who did what little they could 
a to convert their countries to republican- 
3 Marches On ism and, when they failed, felt con- 
= strained to come to republican America, 
| have no reason to feel sorry for the Bourbon who has lost the 
crown of Spain. His going is but a nearer approach to the 
4 complete disappearance of a political and social system based 
5 on the strong arm aided by nothing more than a war club, a 
») sword, or a lance. 

. When gunpowder came into use, the end of monarchy and 
» feudalism began, though, relatively, kings became stronger than 
A they had been. Gunpowder was the great democrat. The man 
' in mail astride a great war horse equally protected from arrows 
>and swords in the hands of men who could not afford iron 
» sarments, if he was far-seeing, could perceive that his day 
"Was coming to an end when it was possible for the humblest 
» of his neighbors to stand behind a bush and cut him down with 
_ 4 missile from a weapon, even in its crudest form, which could 


"Gunpowder, Great 
Aid to Democracy, 


wath 


f be lethal at a much greater distance than a javelin could be 


a cast or an arrow could be shot, with serious effect. Gunpowder 


)) Was the great leveler. 


a Yet it is suspected that many a republican American feels 


£ sorry for the Bourbon, who carries the Hapsburg chin more 
= conspicuously than the Hapsburg-Lorraine young man now in 
| college in Belgium, who, if monarchy were restored in Austria 
» ‘td Hungary, would call himself emperor of Austria and king 
» °t Hungary. They feel sorry for the boy king from whom, in 
1898, they had to take the last remnants of Spain’s vast colonial 
empires in the eastern and western hemispheres because his 
apa advisers did not know how, if they desired, to gratify 
» “Xe aspiration of Americans for better treatment of the Cubans, 
|", later, to liberate Cuba. 
™ : Was trite, in 1898, perhaps, to say that the Bourbons never 
the b nor learned anything, but the history of the world since 
ast ee of the eighteenth century suggests that they did 
in —o far from their first appearance as a royal dynasty 
le on the throne of France. The French revolutionists, 
set ry says, did not think much of their dynastic name, for, 
ain relying on memory, they referred to Louis XVI as Louis 


Capet when they beheaded him. 
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The Bourbons got the throne of Spain, in the person of 
Philip V, grandson of Louis XIV, greatest of the Bourbons, 
France and Austria going to war about the succession when 
the male Hapsburg line failed in Spain in 1700, Spain, England, 
Holland, Prussia, Savoy and Portugal joining in, that war being 
known in America as Queen Anne’s War. England and Austria, 
though the latter lost the kingship, did fairly well therein. 
England got Acadia (Nova Scotia), had the Hudson Bay region 
restored to her, and obtained the sole sovereignty over New- 
foundland by the treaty of Utrecht, virtually terminating the 
war. She also got, among other things, Gibraltar. Spain paid 
heavily for her Bourbon, when the final settlement was made 
in 1714. By the aid of the French, the Spanish took Barcelona, 
which thereupon was deprived of its liberties. And now Bar- 
celona sets up the Catalan republic, reasserting the ancient right 
of self-determination. 

The going of Alphonso removes the last Bourbon (also a 
Hapsburg on the distaff side) from the pages of history of those 
doing any ruling or making a pretense of ruling. That leaves 
only George V, of the House of Hanover, and Carol II, a Hohen- 
zollern, of the relatively old royal houses in the king business. 
The Hohenzollerns called themselves royal in 1701, thirteen years 
before the elector of Hanover became George I of England by 
reason of the act of settlement of the royal succession, in 1701, 
which named his mother, the electress of Hanover, as the suc- 
cessor of Queen Anne. The electress was the granddaughter 
of James I, of England, who was also James VI, of Scotland. 





Ohio, in the deaths of . William 
Howard Taft and Nicholas Longworth, 
lost citizens who, for many years, gave 
that state a place in national affairs 
comporting with its celebrity as the home of presidents. And 
both had their homes in Cincinnati, for years the largest mu- 
nicipality in the state and, therefore, seldom winner of the 
honor of nominations for the highest offices in the state for 
her burghers. 

Though unlike in many things, Taft and Longworth were 
alike in one thing. Both liked their contacts with the public. 
Both were what the older writers always said about their heroes. 
They were amiable. They seemed to act on the assumption 
that, when a person desired speech with them, he had a matter 
of importance to present else he would not have asked them. 

To be sure, when Taft became President of the United 
States and later Chief Justice of the United States, he could 
not always find time to see anybody and everybody. But he 
never hedged himself about so as to become really inaccessible, 
as was Grover Cleveland, just to mention one of the presidents 
it was almost impossible for a man without real prominence 
to reach. 

Longworth was a balanced man—not well balanced, because, 
it is necessary to say a man is well balanced, it means that, 
in some respects there is something about him that is not truly 
balanced—fond of life and of human beings. As speaker it was 
no trick to get a talk with him. Taft acted on the assumption 
of importance, especially in his dealings with newspaper cor- 
respondents. It was no reflection on the Taft dignity, espe- 
cially when he was Secretary of War, for him to call up a man 
who had left his telephone number with the butler, with a re- 
quest that Taft call when he got home from the dinner or other 
function he had been attending. Taft answered such calls. 


Nicholas Longworth 
No Leaning Tower 





Yielding to the repercussive force in 
Canada, of a report from Washington to 
the effect that Canada and the United 
States had reached an accord in respect 
of the St. Lawrence waterway, Dominion 
Premier Bennett this week denied that 
his administration (government they call it in the British em- 
pire) had given any such assurance to Secretary Stimson, as 
reported. MacKenzie-King, Bennett’s predecessor in office, 
brought up the matter in the Dominion parliament and con- 
strained Bennett into making the declaration, according to 
reports from Ottawa. 

The late Joseph Pulitzer, whose name is now much in the 
news on account of the death of the New York World, built his 
institution on the proposition that there should always be ac- 
curacy, more accuracy, and still more accuracy in what it 
published. 

Seemingly no such rule was applied in respect of the report 
created by the fact that R. J. Manion, Canadian minister of 
railways and canals, in company with the United States min- 
ister to Canada, made a call on Secretary Stimson, lasting not 
more than five minutes. Manion had come to Washington for 
a purely social purpose, in company with the American min- 
ister, and paid a courtesy call on Secretary Stimson, the man 
on whom the minister was due to call by the mere fact that 


Accuracy, More 
Accuracy, and 
Still More Accuracy 
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he had come to Washington, even if the purpose of his visit 
was not official. 

Notwithstanding, a report was sent out that could not be 
read without the creation of the impression that Manion, ignor- 
ing all rules of diplomatic intercourse, had come here on the 
waterway matter and had told Stimson news that had not 
happened. Sometimes one wonders whether newspapers, be- 
cause some public officers have lied to them, have not thought 
themselves justified to make retailation in kind, even when the 
particular officer involved is not officially competent to do any 
lying for his country, generally, or in a particular matter. But, 
regardless of competency or lack of it, no one seemed to think 
much about Pulitzer’s rule when Manion came to Washington. 


There is work to be done by Com- 

insistent Call for missioner Farrell. Daniel Willard, 

president of the Baltimore and Ohio, 

Commissioner Farrell over whom Farrell has exercised a 

as a Teacher sort of guidance, is out of hand. 

Think of this! Unblushingly, Willard 

testified, in the course of the hearing on the move of the Balti- 

more and Ohio to take over the Alton, that he did not know 

what a writ of certiorari might be. And later George M. Shriver, 
senior vice-president, said: ‘‘me, too.” 

Willard, who was a locomotive engineer at a time when 
Farrell was a dispatcher, both on a Vermont railroad, insists 
that Farrell has always been giving him orders, first as a dis- 
patcher and later as a Commission lawyer and commissioner. 

It would be seemly, it has been suggested, that Farrell take 
Willard into a closet and instruct him in the mysteries of the 
law to the extent of telling him about the writ many seek 
from the Supreme Court of the United States, but which rel- 
atively few obtain. Such instruction, even if Farrell insisted 
on calling the writ certio-ray-rye, would save the face of his 
friend Dan’l, which he certainly lost, in the eyes of callow law 
students, when he made the declaration (it was not an humble 
admission) that he did not know the meaning of the Latin 
command, issued by the higher court to the lower, equivalent 
to “Send me them papers.”—A. E. H. 


POST OFFICE DEFICIT 


Third Assistant Postmaster General Tilton has estimated 
that the Post Office Department will have a deficit of approxi- 
mately $140,000,000 for the fiscal year ending June 30, 1931. 
This estimate includes computation of expenditures for non- 
postal requirements such as the subsidies that are involved in 
the ocean and air mail payments. The actual postal service 
deficit will be considerably less. Approximately $30,000,000 of 
the estimated deficit is charged to the depression. 

For the fiscal year ended June 30, 1930, there was an ex- 
cess of $98,215,987.43 in expenditures over receipts, as com- 
pared with a deficit of $85,461,176.24 for the preceding fiscal 
year. These deficits also included the expenditures for non- 
postal services. The last annual report of the Postmaster Gen- 
eral stated that the net or actual postal deficit for the fiscal 
year 1930, after deducting the revenue credits for postal serv- 
ices performed without charge or at special rates, or in the 
form of credits for expenditures incurred for non-postal objects, 
was $58,779,064.41. 


RAIL SAFETY RECORD 


“An extraordinary safety record was established by the 
railroads of the United States during the calendar year 1930, 
according to reports filed with the Interstate Commerce Com- 
mission,” says the American Railway Association. 

“Only seven passengers lost their lives in train accidents 
in 1930, the lowest number of fatalities ever reported by the 
Commission in any one year. This was a reduction of three 
under the previous low record of ten in 1927 and a reduction of 
29 under the number of passenger fatalities in 1929. 

“Of the seven passenger faialities last year, four resulted 
from a derailment due to obstructions placed on the track by 
persons unknown. The fifth fatality resulted from the derail- 
ment of a train by an automobile which had stalled on the track 
after having been driven off the highway and across the station 
grounds. The sixth fatality resulted from a train being derailed 
due to the expansion of rails caused by the excessive heat last 
summer. The fifth fatality resulted from one train backing into 
another. 

“For each fatality in train accidents, the railroads carried 
101,571,000 passengers. This was the best average ever attained 
by the railroads of this country. 

“In 1927 there was one fatality for every 84,030,000 passen- 
gers carried, which up to 1930 had been the best previous record. 
Passengers carried per passenger fatality in train accidents 
amounted to 21,845,000 in 1929. 

“The number of passengers injured in train accidents in 
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1930 was a new low record for any year, 790 having been » 
ported compared with 1,742 in 1929 and 1,404 in 1928. For eye, 
person injured in 1930, the railroads carried nine million Das ie 
sengers, which was about twice as good a showing as in the 
preceding year. 3 

“This remarkable safety record in 1930 has been brought 
about by the railroads through improvements in and the bett, 
physical condition of equipment, installation of heavier 
constant improvements in signaling devices and operating meth, 
ods, and through the concerted efforts of both officials an 
employes to promote safety in every way possible. 

“Class I railroads of the United States in 1929 spent $29. 
000,000 for the improvement of safety and protection of ey, 
ployes and the general public, and tentative reports indica, 
that a slightly larger sum was spent for that purpose in 193) 


RAIL REVENUES AND EXPENSES 


The Commission’s official statistics on operating revenug 
and operating expenses of Class I railroads, for the Unite 
States as a whole, compiled by the Bureau of Statistics froy 
carrier reports, for February and the two months ended wit) 
February, 1931 and 1930, follows: 


FEBRUARY 
1931 


Average number of miles operated 242,743.81 
Revenues: 
Freight $257,521 
Passenger *46,454 
Mail 
Express 
All other transportation 
Incidental 
Joint facility—Cr i 1 
Joint facility—Dr 238,198 321,7% 


Railway operating revenues 336,632,310 428,142,545 


,280 
724 


Expenses: 
Maintenance of way and structures... 41,427,659 53,273,20 
Maintenance of equipment 71,922,680 89,322,787 
Traffic 9,805,020 10,742,675 
Transportation 130,466,446 157,660,64 
Miscellaneous operations 3,547,570 4,433,079 
General 15,449,061 16,132,233 
Transportation for investment—Cr 502,492 851,524 


Railway operating expenses 272,115,944 330,713,108 & 


Net revenue from railway operations 64,516,366 97,429,3% & 
Railway tax accruals 26,953,845 28,679,751 
Uncollectible railway revenues 77,718 RHI 


Railway operating income 37,484,803 68,659, 28 


Equipment rents—Dr. balance 7,866,791 7,191,005 
Joint facility rent—Dr. balance 2,353,543 1,887, 38 


Net railway operating income 27,264,469 59, 580,89 
Ratio of expenses to revenues (per cent).. 80.83 T1.4 


*Includes $2,361,293 sleeping and parlor car surcharge. 
yIncludes $2,958,507 sleeping and parlor car surcharge 


TWO MONTHS 
1931 1930 


Average number of miles operated 242,741.23 242,806.02 & 


Revenues: 
Freight $534,535,233 $665,407, 363 
Passenger §131,766,015 
Mail 17,367,880 


All other transportation 

Incidental 

Joint facility—Cr 

Joint facility—Dr 519,258 


Railway operating revenues 702,532,065 879,601,331 


Expenses: Pp 
Maintenance of way and structures..... 85,166,539 108,190, 02 
Maintenance of equipment 149,149,723 185,202,901 
Traffic 19,963,918 22, 069,68 


Transportation 273,883,037 331,233,18' 


Miscellaneous operations 7,513,713 904,30? 
General 31,527,512 33,083,815 
1,006,551 1, 754,78 

Railway operating expenses 566,197,891 687,377,310 

Net revenue from railway operations 136,334,174 192,224,021 
Railway tax accruals 54,242,941 58, 106,54 
Uncollectible railway revenues 146,591 182,0 
Railway operating income 81,944,642 133,936, 4 


Equipment rents—Dr. balance 15,966,999 14,660, 60" 
Joint facility rent—Dr. balance 4,864,058 3,920, 78 


Net railway operating income 61,113,585 115,354,048 


Ratio of expenses to revenues (per cent)... 80.59 18.15 
tIncludes $5,109,871 sleeping and parlor car surcharge. 
§Includes $6,261,314 sleeping and parlor car surcharge. 
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Decisions of Interstate Commerce Commission 





COATED CRUSHED STONE OR SLAG 


Effective on or before July 13, the Commission, by division 
4. in a report written by Commissioner Eastman in No. 22598, 
Interstate Amiesite Co. vs. A. C. & Y. et al., has prescribed 
reasonable interstate rates on crushed stone or slag, coated 
with oil asphaltum, or tar, from Shaw Junction, Pa., and Youngs- 
town, Pa., to points in New York, Ohio, Pennsylvania and West 
Virginia, and has found unduly preferential and unduly preju- 
dicial intrastate rates on the same commodities from Kenton, 
Marble Cliff, West Columbus and Youngstown, O., to certain 
destinations in Ohio, and has ordered removal of the preference 
and prejudice. The findings follow: 


We find that the rates assailed from Youngstown and Shaw 
Junction to points in Pennsylvania and New York on and west of 
an imaginary line extending north and south through Cresson, Pa., 
and in Ohio and West Virginia are, and for the future will be, un- 
just and unreasonable to the extent that they exceed the rates 


mn below: 
— RATES (IN CENTS) 


Distance Single-line Joint-line 
SNE 555.030 nte een ibateetedasheansewee 73 88 
EE | 5. siGas Vee S sew Waele eee Se Nae wees 83 98 
EE ic saicak 44 sale OSA RRRSCOSRES SHED SESY 93 108 
NIE, cra edict Go 0:36 3, Sie wis oR www Mle REN aie WR 103 118 
SE su .0:0 SCRE ROR Deh aK eRaSeede Gees 113 128 
I. « ssrscie,handich ou aCb are aie Talo ie Bae ee we 123 137 
SE (240 cctintiee GaetiNe Cau eensvagees Tew 133 146 
MR. ci vasad a duakeseedewass dear ee euaue 143 155 
ID cinco a7. RSE ere ae eae ache tate RAE te 153 164 
REE iene ee rere re eee 161 171 
NIN 1c: «lac aiatio ah abiels aigtatemseia ala exis woe mene 168 177 


In computing distances for the application of the foregoing scale, 
the shortest routes over which carload traffic can be moved without 
transfer of lading should be used. 

We further find that the circumstances and conditions surround- 
ing the intrastate transportation of coated stone from Kenton, Youngs- 
town, Marble Cliff and West Columbus to points in Ohio on and east 
of an imaginary line drawn north and south through Marion are 
substantially similar to those surrounding the interstate transporta- 
tion of like traffic from Shaw Junction to those points; that the 
rates set forth in the preceding table are and will be maximum rea- 
sonable rates from and to these points; and that the intrastate rates 
on coated stone from and to the aforesaid points, except for dis- 
tances under 20 miles, are, and for the future will be, unduly pref- 
erential of the Ohio producers at Kenton, Youngstown, Marble Cliff 
and West Columbus and unduly prejudicial to complainant to the 
extent that they are, or may be, lower, distance considered, than 
the rates set forth in the preceding table contemporaneously in effect 
to the same points from Shaw Junction. The allegation of unjust 
discrimination against interstate commerce has not been sustained. 


BUILDING LIME ROUTING 


In a report in No. 23281, Washington Building Lime Co. vs. 
B. & O. et al., the Commission, by division 3, dealt with the 
question of rates on building lime from Engle, W. Va., to Char- 
lottesville, Hampton, Portsmouth and Virginia Beach, Va., in 
view of the routing instructions given by the complainant. It 
found some of the rates inapplicable in some instances, unrea- 
sonable in some and that in some instances the shipments had 
mg misrouted by the principal defendant. It awarded repara- 

on. 

Five shipments to Charlottesville and one to Hampton, 
routed with rates inserted in the bills of lading, were found to 
have been given the lowest available rates. The Commission 
said that the rates inserted in the bills by the complainant 
were not applicable over any route. It found that no damage 
had resulted from any misrouting as to them. 

On shipments to Charlottesville and Hampton the Commis- 
sion found the rates were unreasonable to the extent they ex- 
ceeded $2.90 and $3.50 a net ton, respectively. 

A further finding was that rates of $3.37 and $3.40 a net 
ton on shipments to Portsmouth were inapplicable over the 
routes of movement; that the applicable rate over the route of 
movement was $5.30; that those shipments were misrouted by 
the B. & O.; that the applicable rate over the route over which 
the shipments should have moved was $3.40 plus $4 a car and 
that that was unreasonable to the extent it exceeded $3.50. 

A final finding, other than that the complainant was entitled 
(0 reparation, was that the rate of $3.96 charged on shipments 
to Virginia Beach was inapplicable over the route of movement; 
that the applicable rate over the route of movement was $6.20; 
that the applicable rate over the route the shipments should 
ave been hauled was $3.96 and that that rate was unreasonable 
to the extent it exceeded $3.90, all rates being in net tons. 

In a number of the shipments the Commission found that 
here was conflict between the routing instructions and the 


rates inserted in the bills of lading by the consignor. It said 
it was well established that the fact of a conflict between the 
rate and route inserted in a bill of lading by the shipper placed 
the agent of the initial carrier under the duty of obtaining full 
and definite instructions from the shipper, and that if that duty 
were not performed, the initial carrier was required to protect 
the rate in effect over the cheapest route affording it a line 
haul. In support of that the report cited St. Louis Cooperage 
Co. vs. B. & O., 161 I. C. C. 258. 

Chairman Brainerd, in a separate expression, concurred in 
the findings of unreasonableness of rates to Charlottesville, 
Portsmouth, Hampton and Virginia Beach. But, he said, he 
did not concurr in the conclusions that any of the shipments 
were misrouted. 


HOCH-SMITH GRAIN 


In a supplemental report, in No. 17000, part 7, Hoch-Smith 
grain, on further consideration, the Commission has modified 
its original report, 164 I. C. C. 619, in respect of phases brought 
acutely to its attention, particularly in respect to transit in 
general, storage and transit on mixed feeds. It has decided 
that if the railroads decide to make a revision of the general 
transit rules to an extent greater than that suggested in this 
report, they shall publish the proposed revision in such a way 
as readily to permit of suspension of the tariffs and the reten- 
tion of the present general transit rules for application in con- 
nection with the prescribed rates in the event the protests 
against the revision so warrant. 

The Commission has also changed its order with respect 
to the effective date so as to require a notice of only 15 days 
instead of 30 days, June 1 being allowed to stand as the day 
upon which the new rates and regulations are to be effective. 

The Commission’s prior finding that mixed feed containing 
other than the direct products of grain had to pay flat rates 
from the points of manufacture to final destination has been 
rescinded. The supplemental report permits the railroads to 
give reasonable transit in the manufacture of such feed under 
the prescribed ‘rules pending the institution and conclusion of 
a nation-wide investigation of the rates on mixed feed. 

The findings prohibiting the storage in transit of manu- 
factured grain products has been reversed and storage is to be 
permitted at a charge of 2 cents. Higher rates on self-rising 
and phosphated flours than imposed upon plain flours have been 
found not justified. 

This supplemental report establishes the principle that 
transit shall be taken on the inbound rate to all points from 
which proportionals apply on the outbound product. This is 
done so as to prevent the breaking down of outbound propor- 
tionals. This means that if a shipment is moving toward the 
Twin Cities transit, if desired, must be taken on the rate to 
that point and may not be had on the proportional beyond that 
point. The supplemental report in a number of places makes 
changes in the original designed to uphold that idea. 

Another general principle established in the report is that 
where distance rates which conflict with prescribed group rates 
and rate-break combinations must be subordinated to such group 
rates and rate-break combinations. Published through rates in 
= with prescribed rate-break combinations are to be can- 
celled. 

One finding, in this supplemental report, may result in 
giving the carriers an increase in the revenues. It is that in 
the application of interior scales no rate need be published 
lower than 10 cents a 100 pounds. The interior scales begin 
with minima lower than 10 cents. The carriers thought that 
they should not be required to establish any rate lower than 10 
cents. Minimum inbound flat rates of 10 cents are to be per- 
mitted to the Twin Cities, Duluth, Missouri River markets and 
St. Louis (from points west of St. Louis) in order to avoid 
departures from the fourth section resulting from the flat rates 
from the markets exceeding the combinations on those markets. 
In the application of that principle, under which the 10 cent 
flat rate is permitted to the markets, the Commission reduced 
the flat rate from St. Louis to New Orleans and Louisiana points 
from 33 to 29 cents. That new rate of 29 cents is the equivalent 
of the 10 cent flat rate into St. Louis plus the proportional rate 
of 19 cents beyond. So long as the 33 cent flat rate from St. 
Louis to New Orleans was in existence the combination of a 
flat 10 cent rate into St. Louis and a proportional of 19 cents 
beyond would be in violation of the fourth section. As part of 
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that arrangement the Commission established a basis of flat 
rates from Pine Bluff and Little Rock, Ark., to New Orleans, 
Louisiana and Texas, the basis being 10 cents under the St. 
Louis rate. 

The supplemental report increases the proportional rate 
from Minneapolis to Chicago from 11 to 12 cents and the pro- 
portional from Minneapolis to Duluth from 4.5 to 5.5 cents. 

Proportional rates are prescribed from Minneapolis to Sioux 
City, Omaha and Kansas City, the railroads having alleged that 
there were no southbound, but only northbound rates made 
possible under the original report. The prescribed proportionals 
to Minneapolis are 8.5 cents from Sioux City, 11.5 cents from 
Omaha, and 15.5 cents from Kansas City. The southbound rates 
prescribed in this report are, 11.5 cents from Minneapolis to 
Sioux City, 14.5 cents to Omaha, and 17 cents to Kansas City. 
The report said that the rate to Kansas City would be 18.5 cents 
if the relation of the Missouri River markets in the reverse 
direction were to govern. It said, however, that the rate of 17 
cents prescribed from Minneapolis to St. Louis would be the 
maximum from Minneapolis to Kansas City. Proportional rates 
have also been prescribed from Minneapolis to Peoria and St. 
Louis, and from Duluth to Minneapolis, Chicago, Peoria (on the 
Minneapolis combination) and St. Louis (on the Minneapolis 
combination). 

Proportional rates are to be cancelled from Peoria to St. 
Louis, from Des Moines to all destinations between Kansas City 
and St. Joseph; from Memphis to Little Rock and from Memphis 
and Cairo to the Texas groups. The object is to put Peoria 
and Des Moines and other points between some of the markets 
on the transit basis. Des Moines, at present, is on the -rate- 
break basis, but this concellation puts it on the transit basis. 

The Commission requires the maintenance of the present 
equalization of inbound and outbound rates through St. Louis, 
Cairo and Memphis to Louisiana, west of the Mississippi River. 
It advises the eastern lines, which are not parties to this case, 
to continue the equalization of the St. Louis and Chicago gate- 
ways on shipments from Kansas City to trunk line territory 
on domestic shipments pending an appropriate proceeding in 
respect of the eastern domestic rates. 

Further findings in respect of Illinois “specifics” to Chicago 
require the railroads to maintain “specifics” to St. Louis on the 
same basis. 

The report is made in 33 parts each of which is summarized 
in a head-note as follows: 


1. Upon a further consideration of the record, and for the pur- 
pose of better effectuating the intent of the original report and order, 
164 I. C. C. 619, findings in original report clarified in some instances 
and corrected and modified in others. 

2. Petitions for reopening or reconsideration of the record not 
heretofore disposed of denied. 

3. Appendix B is merely a typical list of commodities found in 
the grain-products list in some of the present tariffs, and is not 
to be viewed as a list of commodities on which Appendix D rates 
are prescribed. 

. Maintenance of present arbitraries on the Wichita Falls & 
North Western, the Missouri & North Arkansas, and narrow-gauge 
lines in Colorado and other states permitted. 

5. Distance rates, where conflicting therewith, are to be sub- 
ordinated to prescribed group rates and rate-break combinations. 

Published through rates in conflict with prescribed rate-break 
combinations cancelled. 

Findings as to the application of the rate-break combinations 
interpreted in respect of the exclusive application of proportional 
rates from the rate-break markets; exceptions to meet carrier com- 
petition; and at markets such as St. Paul and Minneapolis, where 
both the inbound flat rates and the outbound proportionals are the 
same, and there is no proportional rate between the two markets. 

8. Situation at St. Paul and Duluth in respect of the application 
of the rate-break combination differentiated from that at Minneapolis 
and Duluth, between which markets there is a proportional rate. 

9. Minimum inbound flat rate of 10 cents permitted to the Twin 
Cities, Duluth, Missouri River markets and St. Louis (from west 
of St. Louis), in order to avoid departures from the fourth section 
resulting from the flat rates from the markets exceeding the com- 
binations on those markets. 

10.. Flat rates from St. 
reduced. 

11. Basis for flat rates from Pine Bluff and Little Rock, Ark., 
to New Orleans, Louisiana and Texas prescribed in reasonable rela- 
tion to the flat rates from St. Louis. 

12. Minimum rate of 10 cents under the prescribed interior scales 
permitted. ‘ 

_ m3 Proportional rate increased from Minneapolis to Chicago and 
uluth, 

14, Territory from which through rates to Duluth will be com- 
binations on Minneapolis redefined. 

15. Proportional rates prescribed from Minneapolis to Sioux City, 
Omaha and Kansas City. Proportional rates from Duluth to the 
same markets prescribed on the basis of the combinations on 
Minneapolis. P 

16. Proportional rates prescribed from Minneapolis to Peoria and 
St. Louis, and from Duluth to Minneapolis, Chicago, Peoria. (on the 
Minneapolis combination) and St. Louis (on the Minneapolis 
combination). 

Proportional rates canceled from Peoria to St. Louis; from 
Des Moines to all destinations; between Kansas City and St. Joseph; 
from Memphis to Little Rock; and from Memphis and Cairo to Texas 
groups. 

18. Maintenance of present equalization of inbound and outbound 
rates through St. Louis, Cairo and Memphis to Louisiana west of the 
Mississippi River required. 

19. The eastern lines should continue the equalization of the 


Louis to New Orleans and Louisiana 
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St. Louis and Chicago gateways on shipments from Kansas City to 
trunk line territory, on domestic shipments, pending an appropriate 
proceeding in respect of the eastern domestic rates. 

Further findings made in respect of the Illinois “specificg” 
to Chicago. 

21. Basis prescribed for rates from on and south of the Union 
Pacific in Kansas to Omaha. 5 

22. Further findings made in respect of Investigation and Suspen- 
sion Docket No. 3278. 

23. Bases set and revisions made in respect of certain of the 
southwestern rates. 

24. Modification made of findings respecting rates from Sheridan 
Wyo., to destinations routing through Denver and Omaha; from 
Montana points in the Judith Basin, Gallatin Valley, and Great North- 
ern ‘‘triangle’’ territory to Minneapolis and the north Pacific coast: 
and from central and western Montana to California. The latter rates 
required to apply through north Pacific coast terminals. 

25. Prescribed rates from Idaho north and east of Pocatello to 
San Francisco required to apply through Ogden, Utah, as well as 
over the Rogerson-Wells Cut-Off route. 

26. Rates from the Big Bend district of Washington to Portland 
os A gaa grouped to meet the necessities of cross-country com- 
petition. 

27. Arbitrary of half a cent to Longview, Wash., over Portland 
made to apply on grain from southern Idaho as well as on grain from 
south of the Snake River. 

. The criticism of transit specifically covered the number of 
stops and out-of-line and back-hauls, and did not warrant, or justify, 
a revision of general policing rules not the subject of this criticism. 
Any general revision of the latter rules should be published in such 
form as to permit of suspension and the application of the present 
rules to the prescribed rates if protests so warrant. 

29. The limitation of the number of transit stops without separate 
charge to a maximum of two does not require the granting of transit 
in connection with each through shipment from origin to final des- 
tination. The granting of transit will continue to be a matter for the 
consideration of the carrier in specific instances upon request. 

30. Finding that mixed feed containing other than the direct 
products of grain must pay a flat rate from the point of manufacture 
rescinded, and reasonable transit in the manufacture of mixed feed 
under the prescribed rates permitted, pending a nation-wide investi- 
gation of the rates on mixed feed. 

31. Findings prohibiting the storage in transit of manufactured 
grain products reversed, and storage in transit permitted at a separate 
charge of 2 cents per hundred pounds for each stop. 

32. Increased rates on phosphated and self-rising flour to a basis 
higher than on plain flour not justified upon this record. 

33. Modifications in the original report and order made in con- 
formity with the findings herein, and typographical and other obvious 
errors, such as fourth-section departures, corrected. 


The Commission disposed of the contentions in respect of 
rates from central Montana to the Pacific northwest and to the 
Twin Cities by creating a group in Montana from which it pre- 
scribed a rate of 37.5 cents to the north Pacific coast ports and 
41.5 cents to Duluth. It also required the maintenance of rates 
via the Ogden gateway as well as over the Rogerson-Wells cut- 
off route. 

The order as drawn in the original report, this report said, 
was inadvertently directed only against common carriers by 
railroad. Carriers by water subject to the interstate commerce 
act, this report said, would be expected to comply with its terms. 
The report said that if they did not comply an order would be 
entered. 

With respect to the application of proportional rates from 
primary markets the Commission in this report said that the 
findings in the prior report did not prohibit the application of 
joint rates through primary markets and transit balances beyond 
the markets where proportional rates from the markets were 
not in effect. 

“The requirement merely is that a proportional rate, once 
established, must be charged,” says this report, “and cannot be 
defeated by a lower transit balance between the same points. 
For example, transit balances are prohibited from Omaha to 
Chicago, because there is a proportional rate from Omaha to 
Chicago, but they are not prohibited from Omaha to north 
Pacific coast territory, where proportional rates are not in effect. 
But the exclusive application of proportional rates to territories 
intermediate to terminal markets to which proportionals now 
apply is permissible. For example, the proportional rate from 
Omaha to Chicago may be graded back to interior points in 
Illinois and Iowa to_which there are today proportional rates in 
some instances, and not in others, thereby eliminating varying 
transit balances to a given destination, and making a constant 
factor, in the form of a proportional rate, to each destination, 
regardless of the point of origin back of the market. The pro- 
portionals thus established from Omaha should not exceed 5.5 
cents for the first 50 miles and should grade up at the rate of 
1.5 cents for each additional 50 miles until the terminal pro 
portional rate of 15 cents is reached in the Chicago group. This 
basis will result in combination on Omaha approximately equal 
to the rates that would be applicable over the overhead working 
scale used in checking in the prescribed rates.” 

All petitions for rehearing, reargument and reconsideration, 
not heretofore disposed of, are denied in this report. Among 
the petitions so denied were those by carriers respecting the 
level of the prescribed rates, and by shippers mainly concernilg 
the relations of rates and the findings in respect of transit, 
especially transit in the. manufacture of mixed feed. Many of 
these petitions, the Commission in this report said, had already 
been denied by separate orders. So as to dispose of all of them 
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a general denial was made in this report. The report also cor- 
rects errors and clarifies points about which there was dispute. 
For example, in this report the Commission observed that ap- 
pendix B in the original report was merely a typical list of 
commodities contained in the grain products list in some of 
the present tariffs and said that it was not to be viewed as a 
list of commodities on which appendix B rates were prescribed. 

The findings in respect of transit on mixed feed and storage 
in transit follow: 


Transit 


The criticism of transit at page 653 (original report), while in a 
sense general, is directed specifically only to the number of transit 
stops permitted, the lack of reasonable limitation of out-of-line and 
competitive routes and back-hauls, and the failure to cancel obsolete 
transit provisions that serve only to confuse, or to invite unreason- 
able transit requests, and does not require, or justify, a revision of 
general policing rules governing transit that are not the subject 
of this criticism. In fact, the finding specifically is that ‘‘A strict 
rule governing all phases of transit will not be undertaken at this 
time, but some limitations are here deemed necessary.’ The limita- 
tions then suggested in the text immediately following the last 
quoted excerpts are confined to those specified above, in the finding 
that “present transit practices are unreasonable and unduly prefer- 
ential and prejudicial to the extent they are not in harmony with the 
foregoing conclusions.”’ 

Any proposed revision of general transit rules by the carriers to 
an extent greater than that suggested above will, therefore, not be 
properly attributable to our findings, and will be published in such 
a way as readily to permit of suspension and the retention of the 
present general transit rules for application in connection with the 
prescribed rates, in case protests so warrant. 

The limitation of the number of transit stops without separate 
charge to a maximum of two does not require the granting of two 
such transits in connection with each through shipment from origin to 
final destination. Nor does it affect the carriers’ present exercise of 
judgment as to the necessity for transit in specific instances, which 
will continue to be governed by the facts presented to the carriers. 
It is to be assumed that transit will not be unreasonably withheld 
as a result of these findings. Transits to the number of two, when 
granted, will be without separate charge. Nothing herein said is to 
be construed as suggesting, or warranting, the elimination of present 
transits not exceeding two, or as authorizing more than two transits 
without separate charge. In the consideration of transit upon this 
record ports of export (on export shipments) and terminal markets 
and gateways at the border on the western district and Illinois, 
such as Chicago, Peoria, St. Louis, Cairo, Memphis and New Orleans, 
from which direct shipments are made into other territories, are to 
be considered as final terminal destinations, where the shipment 
under transit ends. 


Transit on Mixed Feed 


At page 656 the finding was that mixed feed containing other than 
the direct products of grain is a new commodity, on which flat rates 
from the point of manufacture should apply. The finding in principle 
is sound and would be given application if rates on mixed feed were 
being initially prescribed. But the present transit practices in con- 
nection with the manufacture of this commodity are the result of 
a gradual development over a period of years, the change suggested 
in the original report would be far reaching in its effects on the 
mixed-feed industry, and it should not be made unless imperatively 
required. The elimination of the unit rule will result in a diminution 
of the abuses which have focused attention on the mixed-feed industry 
in this proceeding. The finding as to transit on mixed feed will be 
rescinded, and the carriers will be permitted to give reasonable transit 
under the prescribed rates, pending a further and general investiga- 
tion in this docket of the rates and transit practices on mixed feed 
throughout the entire country. The granting of transit on this com- 
modity will be subject to the general transit limitations hereinbefore 
prescribed. For example, a transit stop for the manufacture of 
mixed feed will be considered as one of the two stops permitted 
without separate charge, but will be subject to a separate charge 
when it is the third stop from the origin of the grain. 


Storage in Transit 


The finding at page 657, prohibiting the storage in transit of 
manufactured products of grain which leave point of origin or inter- 
mediate transit point as manufactured products, for concentration at 
the storage point into outbound shipments, in straight or mixed 
carloads, and not for further processing, is rescinded. A separate 
charge of 2 cents per hundred pounds for each stop for storage in 
transit will be ordered. There will be no free stops for storage in 
transit. Storage in transit means storage beyond the point of 
manufacture. For example, a stop for milling of grain received 
direct from the company station of origin will be one of the two 
transits permitted without separate charge, but a stop of the bran 
or flour at a point beyond the point of manufacture, for storage, 
although only the second transit stop from the origin point of the 
grain, will be subject to a separate charge of 2 cents. 


Commissioner McManamy, concurring, said he approved 
the correction of obvious errors relating to mileage and rates 
which, in the process of preparation unavoidably crept into the 
Teport, also the interpretations made of the former report, but 
he said he did not approve of other changes made in rates, 
groupings or transit rules. Commissioner Mahaffie, the report 
Said, did not participate in the disposition of this case. 


COAL TO KANSAS AND NEBRASKA 


Concluding that the level of the assailed rates in the aggre- 
gate is unreasonably high and should be reduced, the Commis- 
lon, by division 2, in a report written by Commissioner Mc- 
Manamy in No. 21993, Midwest Coal Traffic Bureau vs. Arkansas 
Valley Interurban et al., and cases grouped therewith hereinafter 
referred to, has ordered new rates on bituminous coal from 
Points in Arkansas, Oklahoma, Missouri and Kansas to interstate 
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destinations in Kansas and Nebraska, effective on or before 
July 1. 

The origin groups, said Commissioner McManamy, were 
south of Kansas City, Mo., and were known as the Rich Hill 
and the Pittsburg groups, situated partly in Missouri and partly 
in Kansas; the Claremore, Henryetta and McAlester groups in 
Oklahoma; the Greenwood group, partly in Oklahoma and partly 
in Arkansas, and the Spadra group in Arkansas. The Claremore 
group, he pointed out, was sometimes referred to as the Tulsa 
group, and the Henryetta, McAlester and Greenwood groups, for 
rate-making purposes, had been sometimes treated as one group, 
referred to as the Arkansas-Oklahoma group. 

Commissioner McManamy said complainants stressed the 
depressed condition of the coal-mining industry in the south- 
west, the average decrease in production for all the southwestern 
states having been 32.7 per cent in 1927 as compared with 1907. 
He said the declining production of the southwestern fields in 
recent years was attributable largely to the growing use of oil 
and natural gas as fuels in lieu of coal. It was pointed out in 
behalf of defendants, however, said he, that to the extent that 
coal had been supplanted by other fuels that were not trans- 
ported by rail, the rail carriers had also been adversely affected. 

The commissioner said the present adjustment to interior 
Kansas and Nebraska had grown up through a long period of 
years and was lacking in consistency both at points of origin 
and destination. The existing adjustment and proposals of 
complainant in No. 21993 were reviewed by the commissioner, 
who then stated that the assailed rates in the aggregate were 
unreasonably high, and added: 


Obviously we would not be justified in prescribing rates from 
and to the points here considered on a lower than those prescribed 
in Illinois Coal Traffic Bureau vs. Arkansas Valley I. Ry. Co. (161 
I. C. C. 337), from southern Illinois to eastern portions of Kansas 
and Nebraska. Complainant’s proposed rates on slack coal on the 
whole are much lower than the rates prescribed in that case. We 
are of the opinion that the prescription of lower rates on slack 
coal than on lump coal is not justified. In a number of instances 
also complainant’s proposed rates on lump coal are too low, incon- 
sistent with rates previously prescribed by us, and not properly 
graded. The rates hereinafter found reasonable are predicated upon 
complainant’s proposed rates modified so as to avoid the foregoing 
objections. 

We find that the assailed interstate rates on bituminous coal 
from the Pittsburg group are unreasonable to the extent that they 
exceed the rates set forth in Appendix C hereto. 

We further find that the assailed rates on bituminous coal from 
the Rich Hill, Claremore, Arkansas-Oklahoma, and Spadra groups, 
and to southwestern Kansas from the Henryetta, McAlester, Green- 
wood, and Spadra groups are unreasonable to the extent that they 
exceed rates constructed by adding to or subtracting from the rates 
herein prescribed from the Pittsburg group the amounts shown in 
Appendix D. Rates to points to which no specific rates are pre- 
scribed herein should be made with proper relation to the rates 
prescribed, giving due regard to the element of distance. 

The rates herein prescribed will remove any undue prejudice 
that may have existed. 


The basic rates, in cents a ton of 2,000 pounds, prescribed 
from the Pittsburg group, as set forth in Appendic C, Follows: 


Kansas points: Garnett, 130; Ottawa, 146; Emporia, 155; Topeka, 
195; Herington, 200; Junction City, 200; Valley Falls, 200; Hiawatha, 
210; Clay Center, 235; Salina, 235; Blue Rapids, 245; Concordia, 245; 
Phillipsburg, 300; Ellsworth, 250; Hays, 310; Wakeeney, 320; Colby, 
380; Weskan, 400; Kanorado, 400; Strauss, 110; Eureka, 155; Chanute, 
120; Eldorado, 195; Fredonia, 130; Riverton, 110; Arkansas City, 195; 
Wichita, 195; Anthony, 220; Hutchinson, 210; Pratt, 245; Great Bend, 
250; Larned, 270; Dodge City, 300; Scott City, 315; Liberal, 320; Cool- 
idge, 380; Horace, 380. 

Nebraska points: Fall City, 235; Fairbury, 260; Superior, 285; 
York, 300; Hastings, 300; Columbus, 310; Grand Island, 300; Norfolk, 
380; O’Neill, 400; Holdredge, 330; Ord, 380; McCook, 380; Broken 
Bow, 380; North Platte, 410; Haigler, 410; Venango, 430; Barton, 435; 
Ainsworth, 400; Alliance, 465; Smeed, 470; Lyman, 470; Harrison, 480. 


Appendix D follows: 


DIFFERENTIALS PRESCRIBED 
Differentials Over Pittsburg Group (Cents) 


Rich Clare- Ark.- 
Hill more Okla. Spadra 
Northeastern Kansas ............ (*) 50 100 125 
INOFERWOStOIT THARERS .nccccccccccece 50 100 125 
Central Western Kansas............. 10 75 130 
Southeastern Kansas ......... san ae 40 90 135 
eee eS eer (*) 50 100 125 
err 50 100 120 
Henry- Mc- Green- 
etta Alester wood Spadra 
Southwestern Kansas ............ 25 50 70 85 


*Same rates as prescribed from Pittsburg group except that 
to Rich Hill differential territory as defined in Appendix A rates from 
Rich Hill shall be 20 cents less than prescribed from Pittsburg group. 


Chairman Brainerd concurred in the conclusions of the ma- 
jority except that “I am of the opinion that the rates from the 
Claremore and Henryetta mines might well be the same to 
the nearer Kansas destinations, and those from the Claremore, 
Henryetta, McAlester and Greenwood mines might well be the 
same to the farther Nebraska destinations.” 

The report also embraces No. 22615, Bladen Lumber Co. 
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et al. vs. A. T. & S. F. et al.; No. 23529, State of Nebraska et 
al. vs. A. T. & S. F. et al.; No. 23529 (Sub. No. 1), Clay Center 
Grain Co. et al. vs. A. T. & S. F. et al.; No. 23529 (Sub. No. 2), 
Benedict Lumber & Fuel Co. et al. vs. A. T. & S. F. et al.; 
No. 23529 (Sub. No. 3), Farmers’ Union Cooperative Co. et al. 
vs. A. T. & S. F. et al., and No. 23041, the Tulsa County Coal 
Co. et al. vs. A. T. & S. F. et al. 


COMMISSION REPORTS 


Fuel Oil 

No. 23223, Cunningham Brick Co. vs. Southern et al. By 
division 3. Rate charged, fuel oil, Charleston, S. C., to Shale 
Brick, N. C., unreasonable to the extent it exceeded 33 cents. 
Reparation awarded. The rate of 33 cents to the basis of which 
reparation is awarded is that resulting from the application of 
the criteria laid down in Petroleum and Its Products, 171 I. C. C. 
286, for the making of rates for the future. 


Malt Tonics 


No. 23351, Val Blatz Brewing Co. vs. A. T. & S. F. et al. 
By division 3. Rates and ratings, Blatz malt vivine and Pabst 
extract, carloads and less-than-carloads, in the three big classifi- 
cations, applicable but unreasonable prior to February 10, 1930, 
the day rates and ratings were established on “malt tonics, 
medicinal,” to the extent they exceeded, in less-than-carloads, 
second class in the three territories and, in carloads, minimum 
36,000 pounds, fourth class in official, fifth class in southern and 
class A in western classification. Reparation awarded. 


Cotton Gin Machinery 


No. 23427, W. S. Warner vs. A. G. S. et al. By division 3. 
Rate, cotton gin machinery, carloads, Birmingham, Ala., to La- 
morie, La., unreasonable to the extent it exceeded 84 cents. 
Reparation awarded. 


Imported Cracklings 


No. 23526, Darling & Co. vs. S. A. L. et al. By division 3. 
Complaint dismissed. It alleged unreasonableness, rates, im- 
ported cracklings, carloads, Jacksonville, Fla., to Chicago, IIL, 
in connection with the Seaboard Air Line as the originating car- 
rier. Dismissed on finding that the claim was barred by the 
statute of limitations. 


Lumber Reconsignment Charge 


No. 23783, W. P. Brown & Sons Lumber Co., Inc., et al. vs. 
A.G.S. etal. By division 3. Collection, reconsignment charges, 
interstate shipments of lumber, in addition to local rates to and 
beyond points of reconsignment in Indiana, Michigan, Missouri, 
New York, Tennessee, Ohio and West Virginia, unreasonable 
to the extent of those charges. Reparation of $18.45 awarded 
to title complainant and $37.80 to Brown Florida Lumber Co. 


COMMISSION ORDERS 


No. 24321, Burning Oil Distributors’ Association et al. vs. 
A. & S. et al. Shell Petroleum Corporation permitted to inter- 
vene. 

No. 18364, Georgia Public Service Commission vs. A. C. L. 
Proceeding reopened for further hearing and assigned for such 
further hearing May 4, 1931, at 10 o’clock a. m., standard time, 
at Mayflower Hotel, Jacksonville, Fla., before Examiner Hoy. 

Finance No. 8070. Denver & Salt Lake control. Petition of 
Bondholders’ Committee of Rio Grande Southern, intervener, to 
— the case for rehearing, reconsideration, and reargument, 
denied. 

No. 24151, Sinclair Refining Co., successor in interest to 
Pierce Petroleum Corporation, vs. A. T. & S. F. et al. Complaint 
amended by adding L. R. Powell, Jr., and E. W. Smith, receivers 
for S. A. L. as additional parties defendant. 

No, 22747, Skelly Oil Co. et al. vs. A. T. & S. F. et al. 
Defendants’ telegraphic request for postponement of effective 
date of order entered January 30, denied. 


No. 22425, Traffic Bureau, Chamber of Commerce of Mitchell, 
vs. A. T. & S. F. et al., and No. 22514, Board of Railroad Com- 
missioners of State of South Dakota vs. A. T. & S. F. et al. 
Petition of Traffic Bureau of Chamber of Commerce of Mitchell, 
and Board of Railroad Commissioners of State of South Dakota, 
for reopening, reconsideration, and modification of report denied. 

No. 21858, Premier Red Ash Coal Corporation vs. N. & W. 
et al. Complainant’s petition for reopening and argument denied. 

No. 23868, Sub. 1, Cudahy Packing Co. vs. A. T. & S. F. et al. 
Jacob Dold Packing Co permitted to intervene. 

No. 24120, Walter Young vs. C. of N. J. et al. Nashua Coal 
& Coke Co. and New Bedford Board of Commerce permitted to 
intervene. 

No. 24257, Colorado & New Mexico Coal Operators’ Associa- 
tion vs. A. V. I. et al. Saline Chamber of Commerce and 
Nebraska State Railway Commission permitted to intervene. 

No. 24302, Evansville Chamber of Commerce et al. vs. A. T. 





The Traffic World 





Vol. XLVII, No. 3, 


& 8S. F. et al. 
to intervene. 

No. 24326, Nebraska State Railway Commission vs. C, Bg 
Q. et al. Illinois Coal Traffic Bureau permitted to intervene. 

No. 24263, Los Angeles Chamber of Commerce vs. A. T, ¢ 
S. F. et al. Columbia Steel Co. permitted to intervene. 

No. 24286, Alameda Fuel & Grain Co. et al. vs. A. T. & $F 
et al. El Paso Freight Bureau permitted to intervene. 

No. 24254, City of Newark, N. J., et al. vs. Pennsylvania 
Mercur Corporation permitted to intervene. 

No. 24320, Baltimore Coal Exchange et al. vs. B. & O. et a) 
American Sugar Refining Co. permitted to intervene. 

Finance No. 8480, application of Kansas City Terminal fo; 
certificate to construct an extension of its line of railroad jp 
Kansas City, Jackson county, Mo. Missouri Pacific permitte 
to intervene. 

Finance No. 7883, Southern Pacific extension. Petition of 
Western Pacific for a rehearing and reargument denied. 

No. 24120, Walter Young vs. C. of N. J. et al. Franco 
American Coal & Wood Co., Orange-Cooperative Coal Co., Pres. 
ton Coal & Coke Co., E. P. Reed Lumber Co., E. A. Wilsop 
Co., Akin-Denison Co., and Domestic Coal Co. permitted to jp. 
tervene. 

I. and S. 3323, classification of paints, varnishes, and re 
lated articles. Petition of protestants, American Paint & Var. 
nish Manufacturers’ Association, Inc., and National Paint, 0jj 
& Varnish Association, Inc., for reconsideration and argument 
denied. 

No. 21651, Utah Shippers’ Traffic Association vs. A. T, é 
S. F. et al. Order modified to become effective July 1, 1931, 
upon not less than 30 days’ notice. 

No. 20995, Kistler Leather Co. vs. B. & O. et al. 
petition for reconsideration denied. 

No. 24168, Westland Oil Co. vs. G. N. et al. Anderson-Pritecb. 
ard Refining Corporation permitted to intervene. 


HOCH-SMITH GRAIN 


The Trafic World Washington Bureas 


Reports that the western railroads are going to court in an 
effort to prevent the Commission’s order in No. 17000, part /, 
grain and grain products, becoming effective June 1, have 
brought from Representative Hoch, of Kansas, co-author of the 
Hoch-Smith resolution, a statement in which he says such action 
“is a mighty poor way for the railroads to promote the friendly 
consideration for which they have lately been appealing.” 

Mr. Hoch says there have been three delays thus far with 
respect to making the new rates effective on account of post. 
ponements of the effective date of the order. He thinks the 
carriers, if they planned to attack the order in the courts, should 
have gone to court long ago. 

“A postponement now beyond June 1 would defeat the new 
rates as far as the bulk of this year’s crop is concerned,” said 
he. “It looks like that is what the roads have been sparring 
for. I notice that the Kansas commission is getting ready to 
join in a fight against this new move by the railroads, and cer 
tainly every state involved ought to fight with every resource 
available. The railroads have some very great problems which 
are entitled to full and fair consideration. But their attitude 
throughout this grain case has not helped them with the public. 
Any further postponement of the new rates would be unfair 
to the grain producers who have long suffered from an unjust 
burden. It would be grossly unfair if the old rates are cor 
tinued after June 1, without at least guaranteeing to the ship 
pers refund of excess charges through indemnity bond, a reserve 
fund, or otherwise.” 


Nebraska State Railway Commission permitt; 


Defendants’ 


TARIFF RULES WAIVED 


The Commission, by special permissions Nos. 10387! 
(amended) and 104487, has waived rule 9 (e) and rule 4 (i) of 
Tariff Circular No. 20, so as to permit easier tariff publications. 

It has waived rule 9 (e) so as to permit the filing officers t 
disregard the rule both in respect of the volume of supplemental 
matter and the number of effective supplements in publishiné 
routing provisions in accordance with the requirements of rule 
4 (k) on or before June 20. Rule 4 (i) has been waived so 4 
to permit tariff publishing agents, in publishing commodity rates, 
to disregard the rule to the extent of using generic headings 
and for lists and/or descriptions of articles to be included undet 
such headings to make reference to those articles which aré 
rated a certain class or classes under the same generic head 
ing in the current Western Classification, provided, however, 
that no exception be included as to any article or articles 8 
rated, and provided further that such method of publicatiol 
be confined to those cases wherein the Commission has ple 
scribed such rates and for commodity description has refe 
in its formal order or report to articles in the current Wester 
Classification which take a particular class or classes and whic) 
are listed therein under a generic heading. 
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REINFORCED CONCRETE PIPE 


Examiner Alfred G. Hagerty, in No. 23770, Elk River Concrete 
Products Co. et al. vs. C. M. St. P. & P. et al., has recommended 
that the Commission find unreasonable, for the future, the rates 
on reinforced concrete pipe, class E, from Schmidt and Minot, 
N. D., to destinations in North Dakota via interstate routes, 
and to destinations in eastern Montana and prescribe a scale to 
be used in removing the unreasonableness. The assault was 
upon the class rates as applied to the traffic in question and 
not upon the class rates themselves. Hagerty has limited his 
proposed finding in that way. He has recommended a minimum 
of 30,000 pounds, which is also the minimum on the class rates. 

In substance, Hagerty said, the contention was that rates 
on the sort of pipe under consideration should not be higher 
than those on drain tile, also rated class E, but moving on com- 
modity rates lower than the class rates in accordance with a 
scale prescribed in Ochs Brick & Tile Co. vs. C. & N. W., 159 I. 
C, ©.. Sil. 


Destinations in western North Dakota are reached over an ‘ 


interstate route through eastern Montana. They are in that 
part of the state west of the Missouri River. Hagerty said the 
evidence did not establish any facts as to transportation condi- 
tions warranting an abrupt increase in the level of rates upon 
the crossing of the line from North Dakota into eastern Mon- 
tana on traffic originating at the Missouri River and west 
thereof in North Dakota. 

The scale proposed by the examiner begins with a rate of 
18 cents for 140 miles, goes to 23 cents for 200 miles, 27 cents 
for 300 miles and runs out with a rate of 30 cents for 400 miles. 
The distance progression of the scale is in 10-mile blocks, but 
many of the blocks have the same rate so that, in effect, the 
blocks are greater than 10-mile ones. For example, a rate of 
23 cents is prescribed for all the blocks between 190 and 220 
miles and a rate of 28 cents for all the blocks between 330 and 
360 miles. 


COAL TO MISSOURI AND ARKANSAS 


A further revision of rates on soft coal from mines in 
southern Illinois and western Kentucky to points in north- 
eastern Arkansas and southeastern Missouri, treated in a num- 
ber of prior cases, has been proposed by Examiner John 
McChord in No. 23718, Memphis Freight Bureau et al. vs. Ala- 
bama Central et al., and No. 23816, R. Abramson Co. et al. vs. 
Ashley, Drew & Northern et al. The title complaint was brought 
in behalf of dealers at Memphis and at the destination points. 
Their complaint covered not only western Kentucky and 
southern Illinois, but mines in Alabama as well. The other 
complaint, in behalf of dealers at the destinations, assailed the 
rates from western Kentucky and southern Illinois. 


McChord said that the part of the complaint relating to 
rates from Alabama points should be dismissed because the 
rates had not been shown to be unreasonable. He said that the 
rates from Illinois should be found unreasonable in part, new 
rates prescribed and reparation awarded. 


The examiner said that the rates in the title complaint from 
groups in southern Illinois, except those through East St. Louis, 
Ill, should be found unreasonable to the extent they exceeded 
or might exceed, a net ton (from western Kentucky 25 cents 
greater), the following: 


To Braggadocia, Mo., $1.99; Caruthersville and Micola, Mo., $1.99; 
Holland and Steel, Mo., $2.05; Hornersville and Cardwell, Mo., Blythe- 
Ville, Caraway, Lake City, Leachville, Monette, Rector, Joiner, Green- 
yey Lafe, Black Oak, Jonesboro, Wynne, Vandale, Dill and Cherry 
Limes f Ark., $2.33; Seneth, Naylor and Neeleyville, Mo., Jones, Ark., 
tere Mo., $2.11; Portageville, Netherlands and Marston, Mo., $1.93; 
ikeston, Ark., $1.63; Reyno, Ark., $2.26. e 


Also recommending the observance of the 25 cents western 
Kentucky over southern Illinois, McChord said: 


. mee Commission should further find that of the rates assailed 
mK 0. 23816, only those have been shown to have been unreasonable 
a Similar shipments were made and routed from the same origin 
Co destination as were shipments made and described in Scott 
in Ty, Milling Company vs. B. C. R. R. R. Co., 113 I. C. C. 675, or 
st St. Louis Cotton Oil Co. vs. Baltimore & O. R. Co., 156 I. 
saaaia 644, upon which reparation was awarded; that the rates there 
a led from points in southern Illinois as hereinbefore described 
ept those applicable through East St. Louis, IIl., were, and for 


> the future will e, unreasonable to the extent that they exceed the 


following amounts : 
A per ton of 2,000 pounds: To Blytheville, Ark., $2.33; 
Braggadocio, Mo., $1.99; Caruthersville, Mo., $1.99; Corning, Ark., 
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$2.26; Holland, Mo., $2.05; Marston, Mo., $1.93; Piggott, Ark., $2.11; 
Success, Ark., $2.26; Wardell, Mo., $1.99. 


DEMURRAGE ON OATS 


On reconsideration in No. 18551, Armour Grain Co. vs. C. 
M. & St. P. et al., Examiner E. A. Burslem has recommended 
some modification of the Commission’s former report, 155 I. C. 
C. 415, as to demurrage on oats held at Milwaukee, Wis., and 
other points in 1922 by the title defendant, the Soo Line and the 
Great Northern, some of the detention growing out of the 
refusal of the Great Northern to honor reconsignment orders 
relating to cars of its ownership. 

Examiner Burslem recommends that the Commission affirm 
its finding with respect to the complaint against the Milwaukee 
and the Soo Line. In the former report the Commission found 
excessive demurrage charges had been collected by the Mil- 
waukee and awarded reparation. It found the complaint about 
the Soo Line barred by the statute of limitations. 

As to the Great Northern feature of the case the examiner 
said that the Commission should find that, as a direct result 
of the unlawful refusal of that carrier to permit reconsignment 
as provided by its tariffs of the five cars considered, only a part 
of the detention ascribed to that refusal, the complainant had 
been damaged in the amount of the demurrage charges col- 
lected for the detention of those cars at Milwaukee by the 
Milwaukee railroad and was entitled to reparation. 


STONE REPARATION PRINCIPLE 


A review of the principle and rule underlying awards of 
reparation is contained in a report proposed by Examiner T. 
Naftalin in No. 23896, Greensboro Cut Stone Co. vs. Illinois 
Central et al., the complainant, a consignee, alleging that the 
rate on limestone, rough quarried, sawed on four sides or less, 
from the Bedford district of Indiana to Greensboro, N. C., was 
unreasonable and in violation of the long and short haul part 
of the fourth section. The applicable rate was 34.5 cents. 

Only the question of paying and bearing the charges was 
treated in this case. At the hearing the parties stipulated that 
the issues relating to the alleged unlawfulness of the rate should 
be governed by the decision to be made in No. 22259, Greens- 
boro Cut Stone Co. vs. Illinois Central, now pending. That 
case involves the rates not only to Greensboro but also those 
to Durham, N. C. 

In the contract of sale under the caption “price” it was 
agreed that it should be “f. o. b. mill with freight allowed to 
Greensboro, N. C.” It was further agreed that “this contract 
is based on a rate of 34.5 cents cwt., 36,000 pounds minimum,” 
and that ‘‘any increase or decrease in the freight prior to com- 
pletion of this contract is to be added.or deducted.” 

Under that contract the complainant deducted the amount 
of the freight and remitted the balance to the seller. 

The examiner said that in Baker Manufacturing Co. vs. C. 
& N. W., 21 I. C. C. 605, the Commission considered the right 
of a consignee under such a contract and found that the com- 
plainant was not entitled to reparation on the ground that “the 
provision in the contracts in regard to the selling price of the 
iron, being based on the freight rate, amounts to no more than 
an agreement between the parties as to the changes which 
might occur in the rate.” In Sloss-Sheffield Steel & Iron Co. 
vs. L. & N., second supplemental report, 40 I. C. C. 738, Naf- 
talin said, a similar situation was involved except that both 
consignors and consignees claimed reparation. The Commis- 
sion, he said, held that as between those parties, the consignors 
were entitled to reparation. 

When that case reached the Supreme Court of the United 
States, L. & N. vs. Sloss-Sheffield, 269 U. S. 217 (46 S. Ct. Rep. 
73), the examiner said the railroad argued that under a similar 
contract the purchaser would be entitled to reparation as against 
the seller. The court, however, said that “with the rights or 
equities as between seller and purchaser it (the railroad) had 
and has no concern, nor need we concern ourselves with them.” 

In the instant case, however, the examiner said, the con- 
signor had not asserted its claim for the reparation. The Com- 
mission, he added, had said that in the absence of the consign- 
ors who finally bore the charges, the inquiry needed not to be 
extended further than to inquire who paid the charges in the 
first instance. That doctrine, he said, was first announced by 
the Commission in Missouri Portland Cement Co. vs. Director- 
General, 88 I. C. C. 492, and had been definitely followed in 
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many subsequent cases, citing General Grinding Wheel Corpora- 
tion vs. Southern, 169 I. C. C. 83. 

Under the principle announced in the cases last cited, says 
the report, it is not necessary to inquire beyond this point in 
order to entitle complainant to an award of reparation in the 
event the 34.5 cent rate is found excessive and unlawful in No. 
22259, for the difference, on shipments made after June 24, 1929. 


PROPOSED REPORTS 


Stone Relationship 


No. 19656, James O’Meara et al. vs. B. & O. et al. By Exam- 
iner Kennth J. McAuliffe, on further hearing. Proposed that 
finding of unreasonableness in prior report, 157 I. C. C. 785, as 
to rates, limestone, rough quarried or scrabbled blocks, and in 
slabs sawed on four sides or less, points in the Bedford district 
of Indiana to Baltimore, Md., and Washington, D. C., be affirmed. 
Recommended that prior finding of undue prejudice be modified 
so as to be that the rates on rough stone for the future will be 
unduly prejudicial to the extent that they are less favorably 
related to the contemporaneous rates on dressed stone than 
would result from the application of the column 22.5 rates pre- 
scribed in the eastern class rate revision on rough stone and 
the column 27.5 rates on dressed stone. 

Sand 

No. 23726, Cameron, Joyce, Smith, Elder Co. vs. C. B. & Q. 
By Examiner C. J. Peterson. Rate, sand, Gladston, IIl., to 
Keokuk, Ia., unreasonable to the extent it exceeded a rate of 
85 cents a net ton established January 28, 1931. Reparation 
proposed. 

Bituminous Coal 

No. 23591, W. P. Brown and Sons Lumber Co., Ince., vs. 
C. R. I. & P. et al. By Examiner John McChord. Rates, bitum- 
inous coal, mines in western Kentucky to Brasfield, Ark., 
unreasonable to the extent they exceeded or may exceed $3.10 
a net ton. Reparation proposed. This report also embraces a 
sub-number, Same vs. Same. 


Anthracite Coal 


No. 23532, Bachelder-Whittemore Corporation vs. N. Y. N. H. 
& H. et al. By Examiner A. J. Sullivan. Dismissal proposed. 
Rate, anthracite coal, points in Pennsylvania to West Roxbury, 
Mass., not unreasonable or otherwise unlawful. 


Lumber 


No. 23636, Perrine Armstrong Co. vs. C. & E. et al. and two 
sub-numbers, Same vs. C. C. C. & St. L. et al., and S. J. Peabody 
Lumber Co. vs. Pennsylvania et al. By Examiner L. H. Dishman. 
Dismissal of title complaint proposed. Rate, lumber, Huntington, 
Ind., to St. Louis, Mo., not unreasonable or otherwise unlawful. 
Failure of defendants to publish and apply a rate of 18.5 cents, 
Chesterfield, Ind., to Detroit, Mich., such as they maintained 
from Union City, Ind., to Detroit, unjust and unreasonable, but 
not otherwise unlawful. Reparation proposed in the first men- 
tioned sub-number. Second sub-number withdrawn at the hear- 
ing. 

2 Wheat 


No. 23696, Larabee Flour Mills Co. vs. C. B. & Q. et al. By 
Examiner John J. Crowley. Dismissal proposed. Rates charged, 
wheat, origins in Nebraska, Kansas and Colorado to Kansas City, 
Mo., there milled and forwarded as bran, middlings or wheat 
feed to destinations east of the Mississippi River, applicable and 
not unlawful. 

Lumber 


No. 24057, Eicher-Woodland Lumber Co., Inc., vs. T. & P. 
et al. By Examiner Paul G. Thompson. Rate, lumber, 40 cents, 
Little Clover, La., to Olney, Tex., inapplicable. Applicable rate, 
38.5 cents, not unreasonable or otherwise unlawful. Shipment 
misrouted, but no damage resulted therefrom. Reparation of 
$7.98 proposed. 

Butter, Eggs, Etc. 


No. 22948, Alex Getz Co. et al. vs. C. & N. W. et al. By 
Examiner Morris H. Konigsberg. Dismissal proposed. Rates, 
butter, eggs and dressed poultry, carloads, Sioux Falls, S. D., 
to Chicago, Ill., not unreasonable or otherwise unlawful. 


EXCESS INCOME OF E. & M. RY. @& N. 


In a tentative recapture report in Finance No. 3722, excess 
income of Erie & Michigan Railway & Navigation Company, 
the Commission, by division 1, has found that the carrier has 
recapturable excess income of $58,151.01 for the last ten months 
of 1920 and for 1921 to 1926, inclusive, based on values for rate- 
making purposes ranging from $95,000 in 1922 to $120,000 in 
1926. An order, subject to protest and stay, has been entered 
requiring payment of $55,853.93, which is the amount by which 


The Traffic World 


Vol. XLVII, No. 15 


the recapturable excess net railway income exceeds the gym 
already paid. 


OPERATION IN NEW JERSEY 


In a proposed report in Finance No. 8337, Morris & Essex 
Railroad Company et al. proposed abandonment, Examiner y 
S. Jameson has recommended that the joint application of the 
Morris & Essex and the Delaware, Lackawanna & Western, 
lessee, be denied as to that part which is for authority to abap. 
don a portion of a loop line in Morris county, N. J., and be dig. 
missed as to that part which is for authority to abandon 
operation of passenger service on the remaining portion of the 
line. The examiner said the Commission had no jurisdiction 
over a partial discontinuance of rail service as had been stated 
in Public Convenience Application of K. C. S., 94 I. C. C. 699 
The applicants proposed abandonment of about 2 miles of line 
from Rockaway to East Dover Junction, N. J., and abandon. 
ment of steam passenger operation over the remaining portion 
of the Rockaway loop, extending to Denville, 11,870 feet, ang 
substitution of motor bus service for the present passenger 
operation. Residents of Rockaway objected, particularly to the 
proposed discontinuance of passenger trains on the easterly 
part of the loop. 


EXCESS INCOME OF TUSKEGEE 


In a tentative recapture report in Finance No. 4648, excess 
income of the Tuskegee Railroad Company, the Commission, 
by division 1, has found that the carrier has recapturable ex. 
cess income of $31,834.44 for 1923 to 1927, inclusive, based on 
values for rate-making purposes ranging from $120,000 in 1923 
to $215,000 in 1926. An order, subject to protest and stay, has 
been entered requiring payment of $29,305.62, which is the unpaid 
balance of recapturable excess net railway income. 


EXCESS INCOME OF L. & M. 


In a tentative recapture report in Finance No. 3795, excess 
income of the Lakeside & Marblehead Railroad Company, the 
Commission, by division 1, has found that the carrier has recap- 
turable excess income of $9,017.84 for 1923, based on a value for 
rate-making purposes of $575,000. An order, subject to protest 
and stay, has been entered requiring payment of the recap- 
turable excess to the Commission. 


EXCESS INCOME OF A. & N. W. 


In a tentative recapture report in Finance No. 3602, excess 
income of Alabama & North Western Railroad Company, the 
Commission, by division 1, has found that the carrier has re 
capturable excess income of $15,844.63, for 1922 to 1926, in 
clusive, based on values for rate-making purposes ranging from 
$200,000 in 1922 to $205,000 in 1926. An order, subject to protest 
and stay, has been entered requiring payment of the recaptur- 
able excess to the Commission. 


L. A. & T. TRACKAGE 


Overruling division 4, the Commission, in Finance No. 8175, 
Louisiana, Arkansas & Texas operation, has condemned the 
so-called trackage arrangement between the applicant and the 
St. Louis Southwestern whereby the former, nominally, obtained 
entry into Dallas, Tex., by the use of the Cotton Belt tracks 
between Greenville, Tex., and Dallas, a distance of 61 miles. 
The entry into Dallas would be by means of Cotton Belt equip- 
ment and Cotton Belt personnel, and not, as usual in trackage 
right arrangements, by the use of the equipment and personnel 
of the carrier obtaining the trackage right. 

In the original report, 162 I. C. C. 766, division 4 found that 
the present and future public convenience and necessity required 
the operation by the applicant, “under so-called trackage rights 
over the railroad of the St. Louis Southwestern Railway Com: 
pany of Texas between Greenville and Dallas, Tex., to be 
granted by and in accordance with the terms of a proposed 
agreement.” That finding has been reversed and the certificate 
issued pursuant to that finding has been rescinded. On this 
further hearing the application has been denied. 

The applicant, when it received a certificate, filed schedules 
putting into effect rates from, to and via Dallas, in the namé 
of the Louisiana, Arkansas & Texas as if it had become a Dallas 
line with its own equipment and personnel. They were to have 
become effective September 1, 1930, and later days. On the 
Commission’s own motion those schedules were suspended il 
I. and S. No. 3496, application of rates from and to Dallas, Tex: 
via Louisiana, Arkansas & Texas Railway Co. and I. and S. No. 
3514, of the same title. The suspension proceedings were hal 
dled in connection with the reopened finance docket case. 

Suspended tariff schedules designed to effectuate the pre 
posed arrangement were found not justified. They were ordered 
to be cancelled and the suspension proceeding discontinued. 
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April 18, 1931 


This arrangement was proposed on the theory that continu- 
ance of the applicant, formerly the Louisiana Railway & Naviga- 
tion Company of Texas, in operation as a common carrier, re- 
quired it to reach Dallas so as to enable it to make an effort for 
tonnage enough to improve its finances. It has owned mileage 
of 181 and mileage leased from the Yazoo & Mississippi Valley 
between the eastern terminus of its own line and Shreveport, 
La., a distance of about 20 miles. At Shreveport it connects with 
the Louisiana & Arkansas, an affiliated road, which now controls 
th Louisiana Railway & Navigation Co., the old parent company 
of the applicant before the Louisiana & Arkansas obtained 

trol. 

” In essence the question in the case was whether there could 
be such a contract whereby the Cotton Belt could carry for the 
L. A. & T. “not as a common carrier under published joint 
through rates to which it is a party, but in the capacity of agent 
of the applicant under a private contractual arrangement” under 
which, instead of for divisions of joint rates, the Cotton Belt per- 
formed transportation service for a fixed sum for each car 
hauled. The Commission’s answer is that the arrangement 
would not be lawful. The arrangement was made because it 
was deemed more economical than any other with a view to im- 
proving the finances of the applicant, which were in such poor 
condition that the deficit, which had been continuing since 1923, 
in the first seven months of 1930 became $154,332 before federal 
income taxes and interest had been deducted. 

All the testimony was to the effect that the arrangement 
would be in the public interest. But the Commission said it was 
difficult to see how the proposed arrangement would produce 
more traffic or revenue for the applicant than might be obtained 
under the present law without any authority from it through 
preferred routing and divisional arrangements. 

“Under the proposed arrangement,” says the report, “the 
Cotton Belt, although actually performing the identical trans- 
portation service which it holds itself out to perform under its 
published tariffs, does not propose to collect for such service 
its published tariff rates or its established divisions of such 
rates, but to accept in lieu thereof, and without regard to the 
plain requirements of section 6, special compensation under a 
contract.” . 

In support of that proposition the Commission cited a num- 
ber of its own decisions and the very recent private car decision 
of the Supreme Court, Kansas City Southern Railway Co. vs. 
United States, decided February 25, 1931. In that case the 
court said “a common carrier dealing with transportation that is 
subject to the act cannot escape its statutory obligations by 
calling itself a private carrier as to such transportation. This 
applies to transactions with other carriers.” 

To uphold the doctrine of principal and agent to the extent 
contended for in this case, the Commission said would be to 
say that a carrier, by contract, could make a private service out 
of that which was in fact a common carrier service and thus 
make lawful that which would otherwise be unlawful. 

Commissioner Eastman, who dissented when the division 
approved the arrangement, concurring in this reversal, said that 
the chief argument urged in support of the so-called trackage 
right agreement was that it was necessary in order that the 
applicant might continue to operate. Whether or not that was 
the fact, he said, had no bearing on the legality of the proposed 
alrangement. But he paid attention to it because, as he said, 
“this onslaught on sympathy has been so strongly pressed.” 
He said the objects sought could be accomplished equally well 
Without the proposed arrangement. He said he was at a loss to 
know what the actual motives for the proposed arrangement 
might be. He said he could think of only two possibilities. One 
was that the applicant feared that if the Cotton Belt should 
come under the control of some other carrier it might not be 
so friendly and hence wished to assure itself of Cotton Belt 
cooperation for at least five years by means of this contract. 
The other, he said, was that the Cotton Belt preferred the plan 
to an equally favorable divisional arrangement, fearing that the 
latter might be a troublesome precedent elsewhere. His thought 
was that the contract, if approved, would have the effect of 
fixing beyond the possibility of change for a period of years of 
what, in substance and effect, would be divisions of jojnt rates. 

Commissioner Mahaffie, dissenting, said that the testimony 
bearing on the question of public interest introduced at the oral 
hearing in the reopened case strengthened and supported the 
testimony originally offered on which the certificate of con- 
venience and necessity was granted. Therefore he discussed 
the law phase of the matter showing his disagreement with his 
colleagues on that point and also that there were arrangements 
of this sort at many points in the country. 

“The majority,” said Mr. Mahaffie, “apparently regard as 
of no consequence the fact that the probable result of the 
decision herein will be the abandonment of the applicant’s line. 
There is nothing in the law which compels us in effect to strike 
down this transportation agency. The abandonment of 
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applicant’s line would leave important producing communities 
now served by it without transportation facilities, contrary to 
the declared policy of Congress in section 500 of the transporta- 
tion act.” 

Commissioner Meyer, who like Commissioners Mahaffie and 
Eastman, was a member of division 4 when the original decision 
was made, joined in the Mahaffie dissent. 


RAIL DIRECTORSHIPS OF A. C. DORRANCE 

In The Traffic World of March 21, p. 713, under the head- 
ing, “Pennsylvania Directorship Ended,” it was stated that the 
Commission, by division 4, had revoked its order of August 
12, 1930, in Finance No. 8409, Sub. No. 2, authorizing Arthur C. 
Dorrance, of Camden, N. J., to hold the position of director 
or of any other office with the Pennsylvania Railroad Company 
and subsidiaries and affiliates. The part of the order referred 
to was a blanket authorization permitting Mr. Dorrance to hold 
positions as indicated. In revoking it, however, the Commis- 
sion stated that Mr. Dorrance was authorized to hold the posi- 
tion of director of the Lehigh Valley Railroad Company in 
addition to the positions now held by him under part of the 
order of August 12, 1930, not revoked, and an order of October 
25, 1930. These orders, not revoked, permit him, in addition 
to holding the position of director of the Lehigh Valley, to hold 
positions with the Baltimore & Eastern Railroad Company, 
controlled by the Pennsylvania; the West Jersey & Seashore 
Railroad Company, leased by the Pennsylvania, and the Port 
Reading Railroad Company. 


B. & O. CONTROL OF ALTON 


The Traffic World Washington Bureau 


It is the belief of the Baltimore & Ohio, expressed by Presi- 
dent Daniel Willard, that the Alton railroad can be made a good 
property and that its acquisition by the trunk line will be of 
benefit to both roads and to the public. Mr. Willard expressed 
that opinion when he appeared as a witness in behalf of the 
company of which he is the president in the hearing held by 
Director Oliver E. Sweet, of the Commission’s bureau of finance, 
in Finance No. 8657, application of the Alton Railroad to acquire 
and operate the properties of the Chicago & Alton Railroad Co., 
to assume certain obligations and contracts, and to issue capital 
stock, and Finance No. 8658, application of the Baltimore & 
Ohio for authority to acquire control of the Alton by the pur- 
chase of the entire stock. 

The hearing, begun on April 13, had the appearance at the 
beginning of a long contest. The Baltimore & Ohio had as 
attorneys at that hearing Henry W. Anderson, who took a prom- 
inent part in the Chesapeake & Ohio-Nickel Plate proceedings; 
Luther M. Walter, R. Marsden Smith and Daniel Willard, Jr. 

James A. Reed, former U. S. Senator from Missouri, ap- 
peared with Jonathan C. Gibson and G. Gale Gilbert, Jr., as 
attorneys for the Alton stockholders’ protective committee. That 
the former senator intended to go far into the matter was taken 
as having been indicated by the fact that he had Director Sweet 
put off the cross-examination of George M. Shriver, senior vice- 
president of the Baltimore & Ohio, the first witness for the 
applicants, until some indefinite time in the future. But Mr. 
Sweet declined to meet the wishes of the former senator in 
respect of the cross-examination of Mr. Willard, pointing out 
that Mr. Willard’s were general declarations not involving mat- 
ters obviously requiring search for facts. 

“Because they are general declarations,” said Mr. Reed, “it 
requires time to inquire about the facts upon which the witness 
bases his general declarations.” 

However, Mr. Sweet told the former senator to proceed with 
the cross-examination after the lunch period of the first day, 
the lunch period affording Mr. Reed about two hours in which 
to frame his plan of cross-examination. 

The two executives of the moving railroad corporation, early 
in their testimony, pointed out that the interest of the Baltimore 
& Ohio in the Alton was created by the fact that the Commis- 
sion, in its complete plan of consolidation of railroads into a 
limited number of systems, allotted the Alton to the Baltimore 
& Ohio. Mr. Shriver testified in detail about the negotiations of 
the company with Kuhn, Loeb & Co., as the holders of the de- 
faulted bonds of the Alton after its officers had come to the 
conclusion that if the Baltimore & Ohio could obtain the Alton 
for about $75,000,000, the acquisition would be desirable in the 
interest of the two railroads and of the public. Mr. Shriver 
pointed out that for a five-year period prior to the purchase the 
average annual deficit of the Alton was $1,037,433 on account of 
its funded obligations. 

Some question was raised by Mr. Anderson about a petition 
of intervention filed by Burnie McClain, Paris, Ill., in behalf of 
the Kansas & Sidell and other short line railroads, connecting, 
not with the Alton, but with the Baltimore & Ohio. Director 
Sweet, however, allowed the intervention. 

























































































PAGE 960 


President Willard and Vice-President Shiver emphasized 
the point that in approaching the matter it was a question of 
acquiring the assets of a bankrupt and not of reorganizing a 
corporation in financial difficulties. On that basis the buying 
company offered $23,000,000 for the bonds that had to be taken 
care of right away and prepared to assume other obligations, 
- bringing the total cost of the Alton property to the Baltimore & 

Ohio to about $74,664,595, to which would have to be added 
$2,000,000 of working capital for a plant which the Commission, 
in its Alton valuation report, said had a depreciated value of 
$90,429,710. Mr. Shriver said that the Baltimore & Ohio in- 
tended to keep open existing routes and was willing to have 
that made one of the conditions attached to authority to acquire. 

Excessive capitalization, Mr. Willard said, was the chief 
cause of the Alton’s troubles. It amounted, he said, to about 
$129,000,000, imposing a fixed charge burden too heavy for the 
property to carry. The Baltimore & Ohio, he said, proposed 
to capitalize the property at cost, about $75,000,000, thereby 
cutting the capital more than 40 per cent and reducing the 
fixed charges by about 53 per cent. 

“We are not reorganizing the old road,” said Mr. Willard. 
“The new Alton corporation is acquiring the assets sold at 
foreclosure and we are buying, with the consent of the Com- 
mission, the $25,000,000 of stock issue of the new Alton com- 
pany. We are assuming some obligations because the court 
said we had to and others because of their value to us. 

“The Alton is to be operated as a separate but not an 
independent railroad. We have no intention of abandoning any 
services but of expanding and improving them. There are 
economies that can be effected, as, for instance, retiring from 
the union station in Chicago and sending Alton trains into the 
Baltimore & Ohio station and unifying yards at East St. Louis. 
The Baltimore & Ohio also has an excess of locomotives, some 
of which can be transferred to the Alton and thereby giving 
that road better motive power than it has. The Baltimore & 
Ohio does not now seek authority to operate the Alton, but 

_ultimately it probably will. 


“In the seventy-five years of its existence the Alton has 
acquired a good will which it is hoped to retain and extend. 
The immediate benefit will be release of the Alton from opera- 
tion by receivers. 


“It is not accurate to say that the Baltimore & Ohio bought 
the Alton only on account of the Commission’s plan. We be- 
lieve the Alton can be made a railroad that can stand on its 
own feet. Time alone can tell whether that belief is justified. 
The Baltimore & Ohio has acted on its faith that the policy 
of Congress will be carried out and that the railroads of the 
country will be consolidated into a limited number of systems.” 

Submission of direct testimony in behalf of the Baltimore 
& Ohio and the new Alton Railroad Company on their applica- 
tions bringing about a unification of those companies was com- 
pleted on the day it was begun when J. J. Ekin, comptroller 
of the first mentioned company, produced figures concerning 
the predominating classes of revenue freight handled by the 
old Chicago & Alton in 1928, 1929 and 1930 and the interchange 
between the two roads in the first three months of 1931. 

Objection made by Mr. Reed to the admission of exhibits 
prepared under the direction of Mr. Ekin on the ground that 
he was merely submitting something prepared by others was 
overruled by Director Sweet. The latter said that Mr. Ekin 
had laid foundation broad enough, under the practice of the 
Commission, to permit the acceptance of his exhibits. 

Before Mr. Ekin testified Mr. Reed subjected Mr. Willard 
to more than an hour’s cross-examination, out of which each 
seemed to obtain considerable amusement by means of sallies 
at each other. Mr. Reed asked many questions about the nego- 
tiations between Mr. Willard and the members of the firm of 
Kuhn, Loeb & Co., many of which Mr. Willard had to answer by 
saying that he had not himself conducted the negotiations. 
One of the seemingly significant declarations made by Mr. 
Willard was that when he asked a member of that firm whether 
the firm was in position to act for the Baltimore & Ohio he 
was told that it could not because it was acting in that matter 
for the Pennsylvania. Another was that at one of the large 
number of conferences among the eastern trunk lines about the 
allocation of roads in the eastern region, W. W. Atterbury, 
Mr. Willard said he thought, had suggested that inasmuch as 
the Baltimore & Ohio could not get the Wabash to round out 
the western part of its system it might consider the Alton. 
Later a member of Kuhn, Loeb & Co. told Mr. Willard that that 
firm could act for the Baltimore & Ohio in negotiations for 
the Alton. 


“You didn’t intend to have any competition between rail- 
roads for the possession of other roads in making up their 
systems, did you?” asked Mr. Reed. 

“TI did not intend to have competition with the Pennsylvania 
about control of the Alton,” said Mr. Willard. 

The former senator was unable to get Mr. Willard to agree 
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with a suggestion that the B. & O., remembering that ther, 
was $28 of interest overdue on each Alton bond of a specific 
class acquired by the B. & O., as a matter of fact got the Alton 
property for $57,230,000. 

“If you say it, I am willing to assume it is so,” said My 
Willard, “but I have no such picture in my eye.” 

Getting the Alton in the Commission’s complete plan, Mr. 
Reed suggested, was just like getting a pan of milk from the 
top shelf so far as the B. & O. was concerned. 

“If it was not skimmed milk,” retorted Mr. Willard. 

“Oh, you had your eye on the cream (Wabash) and got 
skimmed milk (Alton), did you?” asked Mr. Reed, adverting to 
the fact that the B. & O. at one time filed an application for the 
Wabash. 

Mr. Willard said he could not make an estimate as to how 
much better he would do with the Alton than the receivers of 
that road had done, but he hoped, he said, he could do better 
because operation under receivers was not as flexible as under 
ownership operation. 

Intervention of the Toledo, Peoria & Western was with. 
drawn by R. Audrey Bogley because he said that that road 
was satisfied with the position of the B. & O. in respect to the 
maintenance of existing routes via present gateways. 

Cross-examination of Vice-President Shriver by Mr. Reed 
brought out interesting facts, the importance of which, if any, 
was not obvious at the time, about the intertwining of relations 
among railroads in the big banking houses and law firms. It 
showed, for example, that at one time Kuhn, Loeb & Co. was 
committed to the Pennsylvania in the matter of Alton securities 
and then to the Baltimore & Ohio; that a law firm called the 
Cravath firm had been counsel for the Baltimore & Ohio for many 
years and that in the matter of the Alton bonds which the 
Baltimore & Ohio bought that firm had received $100,000 to pay 
for services rendered to Kuhn, Loeb & Co. from the Baltimore 
& Ohio, and that after the purchase that firm had acted for the 
Baltimore & Ohio in the matter of dismissing an application, 
pending in the Supreme Court of the United States, for a writ of 
certiorari, filed by some of the bondholders. The Baltimore & 
Ohio, as the purchases of blocks of 6 per cent and 3.5 per cent 
bonds, if that application had been left pending, would have been 
fighting with itself. 

By means of hundreds of questions Mr.. Reed brought out the 
facts about the purchase of the bonds by the Baltimore & Ohio 
and the absorption of all the assets of the old Chicago & Alton 
to take care of those issues and issues on which there had been 
no foreclosure, but the obligations of which the Baltimore & Ohio 
had assumed. Mr. Shriver said that the B. & O. gave some con- 
sideration of the question as to the interest of the Chicago & 
Alton stockholders, but came to the conclusion that they had no 
equitable interest in the property after the debts were taken care 
of. There was some consideration, Mr. Shriver said, of the 
intereset of the stockholders on the basis of good will or nuisance 
value, but he said the conclusion was reached that the interests 
of the stockholders had been wiped out by the indebtedness of 
the old company. 

Mr. Shriver said he could not make an estimate, in dollars 
and cents, of the value of the merging of the two roads, but he 
did say there was a thought that in normal times the revenue 
from the interchange of traffic between the two, as a result of 
the merger, would be raised from about $1,700,000 to $2,700,000. 
He also said it had been estimated that if the two roads were 
operated as one there would be a saving ranging from $100,000 
to $200,000 a year on overhead. He also discussed the saving 
there might be from moving the Alton passenger trains from 
the union station to the B. & O. station in Chicago, but he said 
he had not reached any conclusion as to whether the saving of 
between $500,000 and $600,000 a year in rental would more than 
balance the losses from such a removal. 

On motion of Mr. Reed the hearing was adjourned by Direc: 
tor Sweet from April 14 to May 4 on account of the illness of 
the principal witness in behalf of the interveners represented 
by the former senator from Missouri. Mr. Reed presented 4 
certificate from a physician saying that the witness, on account 
of surgical operations, would not be in condition to be subjected 
to much mental strain short of forty days from the time of 
the certificate. 


Attorneys for the Baltimore & Ohio opposed such an ad 
journment as was indicated as necessary by the doctor’s cer- 
tificate, saying that an adjournment would adversely affect the 
interests of both roads. Mr. Anderson suggested that most of 
the questions that had been raised were matters that came UD 
in the judicial proceedings resulting in the foreclosure and sale 
of the Alton. As to questions about the acts of Kohn, Loeb & 
Co., it was suggested that they were not relevant or material. 

Postponement was granted after testimony in behalf of the 
Kansas & Sidell, a short line connection of the Baltimore & 
Ohio, had been put in by I. M. Coolley, president, and E. W. 
Van Zant, traffic manager of that railroad. Exhibits prepared 
by employes of that railroad were also submitted. 



















ton 


ler 


ad 
he 


ed 
uy, 
ns 


les 
he 
ny 
he 
ay 
re 


mn, 


ba 


rae er be ee 


SS ae | lS 





April 18, 1931 


© bin 


2 Supreme Court of Appeals of the State of Virginia, in which the 


The Traffic World 





PAGE 961 





U. 8. Supreme Court Decisions 





STANDARD OIL REPARATION 


In an opinion by Justice Sutherland, the Supreme Court of 
the United States, April 13, in No. 384, Standard Oil Company 
(Indiana), appellant, vs. United States of America, Interstate 
Commerce Commission et al., affirmed the federal court for the 
northern district of Indiana, which dismissed the suit in equity 
brought by the Standard to enjoin and annul an order of the 
Commission dismissing two complaints filed to recover alleged 
overcharges on about 2,500 shipments of petroleum products 
originating at Wood River, Ill., or at points west of the Mis- 
sissippi River, and carried to various eastern destinations. (113 
LC. C. 597, and 139 I. C. C. 297.) The lower court dismissed 
the suit for want of jurisdiction, with which the highest tribunal 
said it agreed. 

Justice Sutherland said it was unnecessary, in view of the 
court’s conclusions, to state the case at length. He pointed 
out that the court below was constituted of three judges as 
required by the urgent deficiencies act. He said the order of 
the Commission dismissed the complaints—that was to say, the 
Commission refused to grant any affirmative relief to appellant. 

‘Tt is plain that the order is negative both in form and 
effect,” said he, adding that the jurisdiction of the district courts 
in this class of cases embraced those brought for “enforcement” 
of orders of the Commission and those brought to “enjoin, 
set aside, annul or suspend in whole or in part” such orders 
and that it was obvious that this language was not intended 
to apply to purely negative orders. 


Justice Sutherland further said that the case before the 
Commission did not, as was contended, involve merely the 
construction of the written words employed in a rate tariff— 
a simple question of law—but required consideration of matters 
of fact and the application of expert knowledge for the ascer- 
tainment of the technical meaning of the words and a correct 
appreciation of a variety of incidents affecting their use. The 
exercise of the trained judgment of the Commission was re- 
quired, said the justice. He said there being nothing to suggest 
that the Commission acted arbitrarily or without evidence to 
support its conclusions, or that it transcended its constitutional 
or statutory powers, it followed that, apart from what was said 
in support of the finding that the order was negative, the order 
of the Commission was not susceptible of review by the courts. 

But, putting the foregoing grounds entirely aside, and as- 
suming the correctness of appellant’s contentions to the con- 
trary, nevertheless, continued Justice Sutherland, having regard 
to the remedy invoked and the relief sought by the petition, 
“we think that the district court was without jurisdiction,” 
He pointed out that section 9 of the interstate commerce act pro- 
vided that a claim for damages against a common carrier might 
be brought before the Commission by complaint or by an action 
in a federal district court of competent jurisdiction, but that the 
claimant or claimants “shall not have the right to pursue both 
of said remedies, and must in each case elect which one of 
the two methods of procedure herein provided for he or they 
will adopt.” Having elected to proceed and having proceeded 
to a determination before the Commission, said the justice, 
appellant was, by force of this provision, precluded from seek- 
ing reparation upon the same claims by the alternative method 
of procedure. He said it was true that appellant sought to 
enjoin and set aside the order of the Commission, but only as 
a preliminary step toward obtaining, by a decision upon the 
merit of the claims, the same relief it failed to obtain from 
the Commission. In substance and in principle, said he, the 
claims before the Commission and the court were the same, and 
the district court was without authority to entertain the con- 
troversy. He said it was hardly necessary to add that since 
section 9 contemplated that the jurisdiction in such cases should 
be exercised by the federal district courts as ordinarily consti- 
tuted, the specially constituted court was without jurisdiction 
to dispose of an action under that section even if it were 
brought in the district court in the first instance. 


MISDELIVERY ON POTATOES 


On the ground that the action was barred by reason of the 
Co of lading provisions relating to notice of loss, the Supreme 
urt of the United States, April 13, in No. 155, Chesapeake & 


| Ohio Railway Co., petitioner, vs. H. E. Martin and W. H. Porter, 


respondents, in an opinion by Justice Sutherland, reversed the 


respondents sought recovery of damages for misdelivery of a 
shipment of potatoes. 

The facts, as set forth by Justice Sutherland, revealed a 
complicated state of affairs with regard to the shipment. He 
said the action was brought by respondents against petitioner in 
a state court to recover damages for the misdelivery of a car- 
load of potatoes transported on a through bill of lading in 
interstate commerce. On November 6, 1925, the shipment was 
initiated in Michigan by another carrier and transferred to the 
— for final transportation to and delivery in Richmond, 

a. 

Respondents, continued the justice, had arranged for the 
storage of the potatoes with the Bowman Transfer Company in 
Richmond and petitioner had been notified that all potatoes 
billed to respondents were to be delivered at the ‘warehouse of 
that company. The potatoes arrived at petitioner’s yards in Rich- 
mond 6 days after shipment from Michigan and 4 days later 
(November 16) were inspected by respondents, who thereupon 
paid all freight and demurrage charges, and became entitled to 
delivery. Petitioner, by mistake, directed delivery via the 
Southern to the warehouse of D. S. Harwood, where the potatoes 
were stored. The same day, continued the justice, the Bowman 
company mailed to respondents a warehouse receipt acknowledg- 
ing receipt and storage of the potatoes in its warehouse, but a 
month later advised respondent by letter that the receipt had 
been issued in error and that the car had been sent to the Har- 
wood warehouse. Notwithstanding this letter, said the justice, 
the respondents visited the Bowman warehouse and upon inquiry 
concluded the potatoes were there. They made no inquiries of 
petitioner or at the Harwood warehouse, said he. Harwood did 
not know respondents or suspect that they were the owners of 
the potatoes until May 10, 1926, said he, at which time Harwood 
informed them he had the car of potatoes. Respondents then 
identified the potatoes, found them in a spoiled condition, sold 
them for a small sum and brought this action. 


Justice Sutherland said no notice of loss was given or claim 
for damages made until May 26, 1926, a period of 6 months and 
20 days after shipment from Michigan. The court here referred 
to the bill of lading provisions requiring notice of loss within 
6 months, after reasonable time for delivery had elapsed. The 
justice said petitioner’s freight agent testified that a reasonable 
time after shipment for delivery of the potatoes to the consignee 
in Richmond would be about 8 days, and that if any longer time 
were taken it would be considered a delayed movement. He 
said there was no evidence to the contrary. At conclusion of 
respondents’ case in rebuttal, petitioner demurred to the evidence 
on the ground that the action was barred by the bill of lading 
provisions. The demurrer was overruled and judgment entered 
against petitioner upon verdict for $1,684.39. 


Justice Sutherland said the trial court said the testimony 
of the freight agent was no part of the plaintiff’s case; that the 
misdelivery was made through his office; that although unim- 
peached the jury would not be bound to accept the evidence of 
the agent as conclusive and consequently that the court was 
obliged to disregard it and overrule the demurrer to the evidence. 
The judgment was affirmed on appeal. 


Justice Sutherland said the State Court of Appeals affirmed 
the judgment on the grounds that the evidence was sufficient to 
show compliance on the part of respondents with the requirement 
of the bill of lading in respect of the time for making claim; 
and that in any event petitioner was estopped from asserting 
noncompliance with that requirement. 


“We are of opinion that neither ground is tenable,” said 
Justice Sutherland. 

The highest tribunal accepted the testimony of the agent as 
to the reasonable time after shipment for delivery. It said the 
fact that delivery was made contrary to instructions, due to 
misunderstanding or negligence of the carrier, could not success- 
fully be set up as an estoppel against the claim of a failure to 
comply with the terms of the bill of lading. 


STATE TAX ON INTERSTATE BUSSES 


A state may impose a tax on interstate busses as com- 
pensation for the use of the public highways, but it cannot 
lay a tax on them for the privilege of engaging in interstate 
commerce. On the basis of that pronouncement the Supreme 
Court of the United States, April 13, in No. 358, Interstate 
Transit, Inc., vs. Dick Lindsey, County Court Clerk, reversed 
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the Supreme Court of Tennessee, which upheld a tax ruled by 
the highest tribunal to be a privilege tax. 

A Tennessee act of 1927 imposed on concerns operating 
interstate motor busses on the highways of the state a privilege 
tax graduated according to carrying capacity, said Justice 
Brandeis in delivering the opinion of the court. It was $500 
a year for each vehicle seating more than twenty and less 
than thirty passengers. The tax for eight such busses was de- 
manded of Interstate Transit, Inc., an Ohio corporation which 
operated, exclusively in interstate commerce, a line from Cin- 
cinnati, O., to Atlanta, Ga. The company made a quarterly 
payment under protest and brought this suit to recover the 
amount paid on the ground that the statute as applied violaed 
the commerce clause of the federal Constitution. The trial 
court allowed recovery, but its judgment was reversed by the 
Tennessee Supreme Court, which now has been reversed by 
the highest tribunal, the tax thus being held invalid. 

Justice Brandeis said a detailed examination of the statute 
under which the tax here challenged was laid made it clear 
that the charge was imposed not as compensation for the use 
of the highways but for the privilege of doing the interstate 
bus business. He cited Sprout vs. South Bend, 277 U. S. 163 
(48 S. Ct. Rep. 502), as having established the finding that a 
state might not lay a tax on the privilege of engaging in inter- 
state commerce. 


SECTION 204 DEFICIT CLAIM 


The Supreme Court of the United States has denied the 
petition for a writ of certiorari to the Court of Appeals of the 
District of Columbia in No. 728, United States ex rel. Empire & 
Southeastern Railway Co., a branch of the T. Wilce Co., petitioner, 
vs. Interstate Commerce Commission, in which the Empire & 
Southeastern sought a review of the denial of its deficit claim 
under section 204 of the transportation act. 


STATE CREW LAWS UPHELD 


In an opinion by Justice Butler, the Supreme Court of the 
United States, April 13, in No. 193, Missouri Pacific Railroad 
Co. vs. Hal Norwood, Attorney-General of Arkansas, et al., up- 
held Arkansas laws regulating freight train crews and switching 
crews which the Missouri Pacific had attacked as repugnant to 
the Constitution and laws of the United States. The question 
was whether the federal government had occupied this field. 

“We think it very clear that Congress has not prescribed 
or empowered the Interstate Commerce Commission to fix the 
number of men to be employed in train or switching crews,” 
said Justice Butler. 

The court affirmed the federal court for the western district 
of Arkansas and dismissed the case. 


RAIL TAX IN MISSISSIPPI 


The Supreme Court of the United States, April 13, in No. 
195, Columbus & Greenville Railway Co. et al. vs. W. J. Miller, 
state tax collector, in an opinion by Chief Justice Hughes, re- 
versed the Supreme Court of Mississippi, the effect of the de- 
cision being in favor of the railroad against imposition of a 
levee district tax of $350 a mile, instead of $50 a mile, for 1926 
and 1927. 


FINANCE APPLICATIONS 


Finance No. 8774. Brooksville & Ohio River Railroad Co. asks 
authority to abandon its line from Brooksville to Wellsburg, 10 miles, 
in Bracken county, Ky. Applicant said the line had not been making 
operating expenses on account of competition of truck lines. 

Finance No. 8775. Northern Alabama Railway Co. asks authority 
to abandon its Riverton branch, extending from a connection with 
the Southern at Riverton Junction to Riverton, 10.87 miles, in Colbert 
county, Ala. Applicant said that in recent years a large part of 
the traffic formerly handled over it had been diverted to the high- 
ways and motor vehicles. 

Finance No. 8776. Fort Worth & Denver Northern Railway Co. 
asks authority to construct two new lines of railroad in Gray county, 
Texas: (1) Beginning at a point immediately north of Lefors, Tex., 
at applicant’s mile post 101.03 and extending in a southwesterly 
direction 7 miles; (2) beginning at applicant’s mile post 110.03 and 
extending in a southerly direction, 3.41 miles. The lines are needed 
to furnish transportation facilities to a large number of industries 
situated within the territory which the new lines will traverse, 


according to applicant. 

Finance No. 8777. Legh R. Powell, Jr., and Ethelbert W. Smith, 
as receivers of Seaboard Air Line Railway Co., ask authority to 
issue $4,000,000 of receivers’ certificates, bearing 5 per cent interest, 
and sell them to Dillon, Read & Co., and Ladenburg, Thalman & Co. 
of — York City, at not less than 98% per cent and accrued in- 
terest. 

Finance No. 7890. Detroit & Mackinac Railway Co. and Erie & 
Michigan Railway & Navigation Co. ask approval of modified con- 
tract under which the latter operates over the line of the former in 
Iosco county, Mich., made necessary by decline in traffic due to in- 
dustrial depression. 

Finance No. 8770. Minneapolis & Rainy River Railway Co. asks 
authority to abandon its line from Deer River to Craig, Minn., 43 
miles, and a branch line from Alder to Wirt, Minn., 20 miles, on 
account of cessation of logging and lumbering operations and lack 
of other traffic. 


Finance No. 8751. Supplement to application of Southern Pacific 
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Co. asking authority to issue and sell $50,000,000 of 4% per cent gui 
bonds in which approval is sought for use of part of the proce 
of the sale for purposes other than set forth in the original appl 
tion. ‘ 

Finance No. 8771. St. Louis-San Francisco Railway Co, a. 
authority to issue and pledge $1,295,000 of prior lien mortgage ; 
cent gold bonds, series B, and to issue and pledge $2,074,000, of o. § 
solidated 4% per cent gold bonds, series A, for short term notes § | 

Finance No. 8772. Gulf, Colorado & Santa Fe Railway Co, 2s) 
authority to issue 55,000 shares of common Capital stock, par y.). 0 
$100, and one general mortgage 6 per cent bond, for $4,000,000, to .B 
delivered to the Atchison, Topeka & Santa Fe Railway Co., at »,. 
to refund an equal amount of applicant’s indebtedness to the Ato. 
son company. ‘ 

Finance No. 8779. Birmingham Belt Railroad Co. asks author 
to issue its demand promissory note or notes for $5,080.61 ang; 
deliver said note or notes to the St. Louis-San Francisco Railway ¢ 
for indebtedness to the latter. rat 

Finance No. 8780. St. Louis, San Francisco & Texas Railway ¢ 
asks authority to issue its demand promissory note or notes ; 
$73,492.92 and to deliver said note or notes to the St. Louis-s,f 
Francisco Railway Co. for indebtedness to the latter. a 

Finance No. 8781. Quanah, Acme & Pacific Railway Co, ay, 
authority to issue $337,000 of first mortgage 6 per cent gold bone © 
and deliver them to the St. Louis-San Francisco Railway (Co, ,f 
payment of indebtedness. _ 

Finance No. 8782. Fort Worth & Rio Grande Railway Co, asf” 
authority to issue its demand promissory note or notes for $108,9°— 
and to deliver said note or notes to the St. Louis-San Francisco R 
way Co. for indebtedness to the latter. 

Finance No. 8785. Atlantic Coast Line Railroad Co. asks , 
thority for the certification and delivery in temporary or definitiy, 
form, by the corporate trustee under its general unified mortga 
into the treasury of applicant, of $1,734,123.04 par value, of its sera 
““A”’ 4% per cent general unified mortgage bonds, to be held in 
treasury of applicant subject to further authorization by the (oy. 
mission. 

Finance No. 8786. Minneapolis, St. Paul & Sault Ste. Marie Ry. 
way Co. asks authority to abandon and remove 4.89 miles of railwy 
known as the Knox branch in Price county, Wis., extending fr 
3rantwood to Knox Mills, on account of exhaustion of timber n 
sources and lack of other traffic. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 8610, authorizing the Min 
apolis, St. Paul & Sault Ste. Marie Railway Company to aban 
part of a branch line of railroad in Sawyer county, Wis., appro 

Report and certificate in F. D. No. 8665, authorizing the Chese 
& Becket Railroad company to abandon, as to interstate and forep 
commerce, its entire line of railroad in Hampden and Berkshix 
counties, Mass., and the Boston & Albany Railroad Company af 
the New York Central Railroad Company to abandon operation thera 
approved. 

Report and certificate in F. D. Nos. 8680 and 8681, authorizixf 
the Los Angeles & Salt Lake Railroad Company (a) to con 
a line of railroad; (b) to operate existing trackage; and (c) to abaniag 
part of a branch line of railroad, all in Los Angeles county, Calif} 
approved. 

Report and order in F. D. No. 8584, authorizing the Eldorado a! 
Santa Fe Railway Company to issue a registered first-mortgage 
per cent gold bond, series B, for $1,100,000 to be delivered to t 
Atchison, Topeka & Santa Fe Railway Company in satisfaction 
a like amount of indebtedness to that company for advances i 
capital purposes approved. 

Report and certificate in F. D. No. 8712, authorizing the acqui-f¥ 
tion by the Bell Telephone Company of Pennsylvania of the propge 
erties of the Dorseyville Telephone Company, approved. f 

Report and order in F. D. No. 8751, authorizing the Southerge 
Pacific Company to issue $50,000,000 of 50-year 4% per cent gi 
bonds; said bonds to be sold at not less than 94% per cent of # 
and accrued interest, and the proceeds used to meet maturing 
debtedness and to reimburse the treasury in part for expenditi 
made in purchasing bonds, approved, provided, however, that 
applicant shall not, without first procuring permission from 
Commission, sell, pledge, repledge, or otherwise dispose of the W 
or any part of the bonds of its subsidiaries forming the basis { 
the issue of bonds herein authorized. (See Traffic World, April © 
p. 902.) 

a 
AID FOR FLUSH OIL FIELD 3 

Authority has been given the railroads for which J. E. Jolap” 
son publishes tariffs to make a heavy reduction in rates on crit 
oil, to be transported in tank cars, from the new flush field? 
northeastern Texas to Mississippi and Missouri River refit] 7 
groups on ten days’ notice. The object of the proposed rate} 
to enable the railroads to compete with the pipe lines in carry 
from what Johanson said had been called the greatest oil fe} © 
ever discovered. It is about 36 miles long in its north and soy 
extension and four miles in its east and west extension. It! & 
estimated to contain about a billion barrels of oil. E 


The Johanson application was for permission to reduce & 
existing rates on one day’s notice. The Commission, howe'® 
granted the permission to publish on the notice hereinbeft 
mentioned. The rates may become effective about April » 
The permission allows the publishing agent to establish 4! 
of 20 cents a hundred pounds from Amigo, Kilgore, Longvi 
Overton, Troup, Tyler, Willow Springs and other points in™ 
same group to the St. Louis-Wood River group on the Mississiff 
and a like rate to the Kansas City-Argentine-Sugar Creek st 
on the Missouri; and a rate of 25 cents to Omaha, Neb. # 
Padonia, Kan. These rates are to apply in lieu of the pre@ 
rates of 23.5 cents to the Kansas City group, 26 cents to the* 
Louis-Wood River group and a proportional of 23.5 cents to 
St. Louis. 
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Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


taken from Reporters and Digests of National Reporter System, 
(Digest iblished by West Publishing Co., St. Paul, Minn. 
1931, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Illinois.) Burden is upon petitioners, 
seeking to have certain freight rate declared unreasonable, to 


> show that such rate is unreasonable (Smith-Hurd Rev. St. 1929, 


) ce. 111%, secs. 32, 38).—Chicago & E. I. Ry. Co. vs. Commerce 





Commission, 175 N. E. Rep. 8. 

Commerce Commission’s order finding existing freight rate 
unreasonable cannot be sustained upon findings comparing per- 
centages of increase of rates complained of with percentage 
of increase of rates generally (Smith-Hurd Rev. St. 1929, c. 111%, 
secs. 32, 38). 

Comparison of percentage of increase of rates complained 
of with percentage of increase of rates generally is not proper 
foundation for an order fixing a rate, because such order must 
be based upon what rate is reasonable at present time.—Ibid. 

Mere difference of percentage of increase or decrease of 
certain freight rates is not of itself evidence that particular 
rate is reasonable or unjustly discriminatory (Smith-Hurd Rev. 
St. 1929, c. 11134, secs. 32, 38).—Ibid. 

Commerce Commission’s order declaring existing freight 
rate unjust and discriminatory cannot be sustained upon mere 
findings making comparison between rates attacked and rates 
and ton-mile earnings elsewhere (Smith-Hurd Rev. St. 1929, secs. 
32, 38).—Ibid. 

In determining reasonable freight rates, comparisons of 
existing charges and ton-mile earnings constitute proper ele- 
ments, if similar conditions of operation exist (Smith-Hurd Rev. 
St. 1929, c. 11124, secs. 32, 38). 

To afford sufficient basis for comparison of existing charges 
and ton-mile earnings when determining reasonable rates, there 
must exist findings of fact showing such similar conditions of 
operation as well as findings as to distances and rates.—lIbid. 

Court in reviewing Commerce Commission’s order is limited 
fo determination whether commission acted within authority, 
whether order has substantial foundation in evidence, and 
whether any substantial right has been infringed thereby.— 
Ibid. 

Order of Commerce Commission declaring existing freight 
rate on coal shipments to designated point unjust and unrea- 
sonable and establishing new rate held without substantial 
foundation in evidence (Smith-Hurd Rev. St. 1929, c. 111%, 
secs. 32, 38).—Ibid. 





(Supreme Court of Washington.) Statute requiring findings 
by department of public works contemplates statement of facts 
found in direct and certain language, sufficiently clear to leave 
no misunderstanding as to meaning and purport (Rem. Comp. 
Stat., sec. 10423)—Great Northern Ry. Co. vs. Department of 
Public Works of Washington, 296 Pac. Rep. 142. 


In determining reasonableness of rate fixed, courts may 
inquire whether facts found by department are sufficient to 
justify order, and whether findings are based on any substantial 
evidence.—Ibid. 

In fixing rate, department should not give weight to con- 
ferences between railroad and complainant and matters in which 
general public has no interest.—Ibid. 

Question before department is not solely how complainant 
Would be affected by rates fixed, but whether rate is just and 
reasonable to carrier and public.—Ibid. 

Whether carrier gave reasonable rates to cor » 
be determined by general rules governing powers « 
body when determining reasonableness. 

Rate-making body may consider effect change in established 
rate will have upon community at large.—Ibid. 

Evidence before department held insufficient to sustain 
order fixing rate for hauling fuel oil.—Ibid. 

“Paper rates,” i. e., rates under which no traffic is moving 
or ever has moved, other than in isolated instances, wide apart 
With respect to time and few in number, furnish no substantial 
“ny for measuring existing rate, under which traffic moves.— 


“at must 
aie-making 


Department, in determining reasonableness of rate, may 
‘ompare charges of different carriers.—Ibid. 

Comparison between charges of different carriers is no 
substantial proof bearing on reasonableness of charge, unless 
it be shown conditions inducing rate are like or similar.—Ibid. 
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Power to fix rates of common carrier is legislative.—Ibid. 

Court’s power in reviewing rate-making order is limited to 
inquiry whether findings and conclusions of department are 
justified by record department makes.—Ibid. 





(Supreme Court of North Carolina.) ‘Valuable considera- 
tion” for contract may be either benefit to promisor or detriment 
to promisee.—East Carolina Railway vs. Ziegler Bros., 157 S. E. 
Rep. 57. 

Railway’s general reduction of rates held legal detriment, 
constituting “valuable consideration” for shipper’s promise to 
locate terminal on railway, and make all shipments of sand 
and stone over railway (Pub. Laws 1920 (Ex. Sess.), c. 56).— 
Ibid. 





(Kansas City Court of Appeals. Missouri.) Carrier cannot 
by contract or otherwise, directly or indirectly, increase or 
decrease duly established intrastate freight rates (Rev. St. 1919, 
sec. 10444).—Mellon vs. Stockton & Lampkin, 35 S. W. Rep. 612. 

Right and duty of carrier to collect total amount due under 
legal tariff rate cannot be defeated by estoppel (Rev. St. 1919, 
sec. 10444).—Ibid. 

When intrastate tariff rates of carrier are legally estab- 
lished and promulgated, shipper in legal contemplation has 
notice of cost of carriage and of law prohibiting discrimination 
(Rev. St. 1919, sec. 10444).—Ibid. 

Carrier, having collected less than tariff rate on coal ship- 
ments during federal control, held entitled to collect from ship- 
per difference between rate collected and established tariff (Rev. 
St. 1919, sec. 10444; federal control act, sec. 10).—Ibid. 








hi . D ¢ ¢@ 
Shipping Decisions 

Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National japertes System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 





(District Court, S. D. New York.) Carrier issuing bills of 
lading reciting receipt of boxes of almonds was not estopped 
from showing facts preventing recovery against it by consignees 
on ground boxes were not of usual size. 

Bills of lading issued by carrier for transportation of shelled 
almonds acknowledged receipt of certain number of boxes of 
which weight and contents were noted as declared by shippers, 
and bills of lading contained notation on face thereof that 
weight and contents were unknown, with further provision in 
body of each bill of lading that carrier was not responsible for 
contents, weight, and quality of packages.—The Buenos Aires, 
46 Fed. Rep. (2d) 693. 

Common carrier is not bound to know grade marks.—Ibid. 

Common carrier is not required to take note of marks on 
packages, even of stowage direction thereon.—Ibid. 

Common carrier is not bound to inquire into nature of goods 
shipped.—Ibid. 





(Supreme Court of Minnesota.) Evidence sustained finding 
that negligence of steamship company as bailee, in ventilation 
and storage of cargo of corn and failure to remove snow from 
deck, caused damage to cargo stored in ship.—Cargill Grain Co. 
vs. Cleveland-Cliffs S. S. Co., 2835 N. W. Rep. 268. 

Steamship company had burden to show itself free from 
negligence in storing cargo of corn for winter in its ship, where 
corn was in fact damaged.—Ibid. 

Court’s charge that steamship company was not responsible 
for damage to corn unless its negligence caused damage was 
sufficient to relieve company of responsibility for damage due 
to propensity of corn to sweat while stored in ship.—lIbid. 

In action for damage to cargo of corn stored in ship and 
then transported, court’s use of words “proper” and “properly” 
in referring to ventilation held not misleading, in light of re- 
mainder of charge.—lIbid. 

In contract of affreightment by water, there is implied war- 
ranty of ship’s seaworthiness as respects particular cargo to be 
transported, including stowage.—Ibid. 

Steamship company as bailee must exercise reasonable care 
to adapt its methods of ventilation, stowing, and handling to 
characteristics of cargo.—Ibid. 

Where damage to cargo occurred during storage thereof 
in ship before commencement of voyage, statute did not apply 
to relieve steamship company of liability (Harter act (46 USCA, 
secs. 190-195) ).—Ibid. 

“Unseaworthiness” may arise out of faults of steamship 
company in relation to vessel and its equipment.—lIbid. 
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MATERIAL HANDLING CONGRESS 


(By a Staff Correspondent at Cleveland, O.) 

More than 500 users of materials handling equipment, 
manufactures of such equipment, and engineers interested in 
its construction or use attended the second national industrial 
equipment exposition and management congress at Cleveland, 
O., April 13 to 17, inclusive. Materials handling in its trans- 
portation aspects, as well as industrial, was the subject of a 
large number of papers and group discussions. A variety of 
equipment, designed to reduce handling expense, expedite move- 
ment of shipments in and out of factories and warehouses and 
in and out of railroad freight cars was on display. 

Subjects covered at the meetings ranged all the way from 
construction and loading of ships and handling shipments on 
marine terminals to the character of tires used on industrial 
trucks and tractors. Group meetings under the general heads 
of materials handling, maintenance, and management were held 
throughout the week, with a series of plan inspection trips in- 
terspersed, Materials handling in all its aspects, from the most 
theoretical i pproach to the most detailed relation of practical 
operations of specific organizations, was covered in the ses- 
sions. There was, almost without exception, intensive discus- 
sion of the individual papers—a real search for facts on the 
part of the large number of specialists present. Men primed 
with stories of large economies realized through the application 
of particular equipment to special problems told them and de- 
fended the technique involved in forum meetings. In all, it 
was the consensus of those present that this second national 
congress was highly successful—that it had brought about a 
constructive interchange of ideas that would be beneficial not 
only to those present but to the smallest user of mechanical 
equipment. 

One of the most interesting sessions was the trucking and 
shipping meeting the evening of April 15. It was presided over 
by C. B. Cook, Elwell Parker Electric Company, with H. E. Orr, 
Cleveland Tractor Company, as chairman. 


Gas Trucks and Tractors 


The first paper was presented by George E. Hagemann, 
editor Alexander Hamilton Institute, New York. His subject 
was, “The Use of Gas Trucks and Tractors in Materials Han- 
dling.’ He stressed the importance of viewing materials 
handling from the “transportation angle instead of the purely 
mechanical standpoint.” Recent surveys indicate, according to 
his report, that railroads are among the largest users of indus- 
trial trucks and tractors. In particular, his talk dealt with the 
relative merits of gasoline tractors as opposed to other types. 
The principal advantages of gasoline-driven equipment were 
listed by him as great mobility, sturdy construction to with- 
stand shocks, independence of a parent source of power, ability 
to traverse roadway, paved or unpaved, 24-hour service feature, 
and great power for pulling or pushing. 

Application of the equipment was widening as prejudices 
arising from what have been thought to be “fire-hazard ele- 
ments,” disappeared, he declared. The equipment is rapidly 
being introduced on piers, docks, wharves, in warehouses and 
at other points where a large volume of freight must be speedily 
handled, according to him. 


Skid Possibilities 


Not many people realize the possibilities that lie in the 
use of the skid for shipment of commodities, according to R. L. 
Lockwood, formerly of the division of simplified practice, De- 
partment of Commerce. He sketched the development of the 
use of the skid as a shipping unit, and reported recent investi- 
gations conducted with the view to their general adoption. 
The skid should be regarded as a fractional freight car, he held 
—a piece of transportation equipment. A program has been un- 
der way for considerably more than a year, he said, that will 
eventually make the skid available for unit load shipments over 
the country generally. The question of interchangeability of 
skids and the equipment used to handle them, as well as that 
of returning the skid to its owner, has stood in the way of more 
rapid progress in the general adoption of the skid method of 
shipment, he said. Those obstacles will be overcome in the not 
distant future, according to him, with large benefits to the ship- 
ping public as well as the railroads. 

“Skid handling and shipment of goods fall squarely in line 
with the most modern trends in industry and transportation,” 
he declared. “This practice saves labor, materials, and over- 
head expense; it keeps goods off the floor; it permits faster 
turn-around of all transportation equipment; it greatly reduces 
the possibility of all loss and damage to goods in handling and 
transit. Intelligently applied, it may well prove to be the most 
powerful factor in eliminating vast wastes in distribution in 
the next five years.” 

As a result of the standardization efforts of the Department 
of Commerce, he said, substantial uniformity had already been 
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established in the types of skids in general commercial use ang 
the equipment for handling. One of the great difficulties first 
presented by the subject, he pointed out, was that of coord. 
nating requirements for industrial and shipping purposes. (Op, 
type of skid might have been found most satisfactory within , 

plant, while another was most suitable for box car loading 
Since by far the larger number of skids would ultimately trayg) 
by rail, it was essential that dimensions be used which will log, 
most economically in the rail car. 

All packaged and prepared foods as well as a good man} 
raw foods were ideally suited to skid shipment, he said, in adqj 
tion to such commodities as have already been adapted. 

The question was asked as to whether it was ge nerally 
found that the receiver of a shipment was willing to bear hi: 
share of the cost of skids. Mr. Lockwood replied in the aff. 
mative, with the explanation that it was usually the receive; 
who obtained the greatest benefits, in that he had to do moy 
of the handling and handling in the skid unit was far more ¢. 
ficient than by piece. 

He, and others present, cited numerous examples of striking 
economies that have resulted from the use of skids. Frequently 
it was reported, their use had been introduced only after a lon: 
struggle with superiors, but results had more than proved thej 
value. 

Marine Terminals 


Use of skids, lift trucks, and tractors in marine terminals 
was the subject of a paper presented by C. B. Crockett, s 
retary, Industrial Truck Association. The paper had _ beep 
prepared by a representative of a steamship line who was not 
able to appear. It strongly emphasized the necessity of con 
structing ships and marine terminals around materials handling 
equipment. 

“If skid shipping is to grow properly,” it was 
“changes must be made in terminal and ship design. There 
must be coordination through engineering studies when a 
terminal is designed. There are new terminals that are obsolete 
the day they go into service because of failure to take into con 
sideration trends in freight units and freight handling equip- 
ment.” 

That skid shipment was unquestionably sound and wouli 
grow in the immediate years ahead was presented as axiomatic 
from the experience already at hand. 

Operations of the American-Hawaiian Steamship Company 
at its Brooklyn, N. Y., pier were given as “a fine example of the 
use of skids.” More than 5,500 skids are used to receive ship 
ments of canned goods, dried fruit and flour, it was stated 
Packages are placed on the skids at shipside and remain ther 
until delivered to consignee’s trucks. A fleet of electric lif 
trucks serves the terminal. 

An important development in the way of a new type of skit. 
in use, on the C. M. St. P. & P. pier at Seattle, was reported. It 
was described as having legs that can be turned up and used tt 
hook tackle to. One of the benefits was given as that damage t/ 
goods is avoided when it is necessary to land a skid on top oi 
other cargo or move it over cargo. 

An instance was presented of the reduction of ship unload: 
ing time from three days to three hours as the result of employ: 
ment of skids. 

“Since economical cargo carrying is paramount,’ it was 
asserted, “the ship should be designed as far as_ practicable 
around the cargo handling features.” Stanchions and other in- 
ternal features of ships, 
terminals, now are serious obstacles to the most efficient us 
of handling equipment. 


asserted, 


Milwaukee Stores Department 


J. B. Miller, of the Milwaukee Railroad, described in detail 
with the help of moving pictures, a tractor trailer system i 
use at the general stores department of his line in Milwaukee 
as well as progress made in the application of the skid prit 
ciple to the system stores problems. It was his expectation, he 
said, that it would ultimately be possible to use skid units 0 
85 per cent of the seventy-five to a hundred thousand item 
handled by his department. More than $50,000 worth of skit: 
were already being used, he said, and further purchases wel 
expected in the immediate future. Freight cars employed i 
handling stores material have been reduced by his line from 
more than 77,000 a year to approximately 50,000, since adopti0 
of the general skid program, he said. His department has no 
set 25,000 cars as a goal. One of the results of introducing tht 
skid and lift truck into the handling operations on the railroaé. 
as he explained it, had been to make necessary a large increa* 
in the number of tractors and trailers used. Handling unit 
had been so increased in size that it meant the substitution © 
mechanical handling methods for manual processes all along thé 
line, he said. 

Decreased handling cost, reduced spoilage, released flo0 
space, and reduced inventories were listed by H. C. Rundle 





as well as construction features 0 fF 
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General Electric Company, Schenectady, N. Y., as the principal 
advantages of one of the most unusual handling systems de- 
scribed. ‘Twelve buildings spread over a ground area of ten 
acres are being served by a single continuous overhead con- 
yeyor system, which he described. The system is nearly a mile 
in length and serves the function purely of inter-departmental 
transportation. 

The advantages of internal combustion industrial locomotives 
were outlined by S. B. Schenck, Westinghouse Electric and Man- 
ufacturing Company, East Pittsburgh, Pa. 

“Recent developments in locomotive power transmission 
have produced the electric drive, which, in combination with 
gasoline or Diesel engines, places the internal combustion en- 
gine type of locomotive on a par with the steam locomotive 
with respect to mobility and ahead of the steam locomotive 
with respect to such other operating factors as availability for 
service, economy of operation, safety, visibility, convenience and 
general performance,” he asserted. A wide range of internal 
combustion type of locomotives is available, he said, habit or 
tradition being ascribed by him as responsible for the continu- 
ance in service of steam locomotives in a great many cases. 

Nearly 100 exhibitors were represented at the exposition. 
All types of conveyor equipment, lift trucks, stackers, skids 
and other equipment designed to eliminate waste in time and 
effort in industry and transportation were on display. The 
exposition and the meetings were well attended, the prevailing 
opinion appearing to be that mechanization outside of produc- 
tion processes is taking hold as never before. “Organizing for 
Permanent Prosperity” was the official slogan adopted for the 
congress, with waste elimination features of every kind being 
given prominance. 


OIL RELIEF RATES 


The Commission has authorized the Empire Pipe Line Com- 
pany to publish, on one day’s notice, a rate of 10 cents a barrel 
on crude petroleum, minimum 100,000 barrels, from Walnut, 
Kan., a point on the Prairie Pipe Line Co., to Ponca Station, 
Okla. The pipe line company filed an application for the pub- 
lication of the rate on short notice so as to afford relief, by 
providing a market outlet for crude produced at “stripper” wells 
in Kansas, deprived of their market when the Prairie Oil & 
Gas Co. said it would not buy any more of the oil produced 
in the stripper well territory in Kansas and Oklahoma. The 
customers of other buyers of crude, however, at the solicitation 
of the Federal Oil Conservation Board and officers of Kansas 
and Oklahoma, made arrangements to take allotments of the 
distress crude. 

This crude that is to be handled by the Empire is to be 
gathered by gathering lines of the Prairie Pipe Line Co., affili- 
ated with the Prairie purchasing company, at a rate of 20 cents 
a barrel. That company’s gathering lines will bring the dis- 
tress crude to the main line of the Empire, which will carry 
it to the refiners who agreed to relieve distress caused by the 
retirement of the Empire Oil & Gas Co. from the market as a 
buyer. In its application the Empire set forth that it was neces- 
sary to give prompt movement to prevent damage or complete 
destruction of the stripper wells by the inflow of water following 
the disappearance of the oil and gas. Governor Woodring, of 
Kansas, wrote to the Commission backing up the assertions of 
the Empire line as to the conditions causing the request for 
Permission to publish the 10-cent rate on short notice. 

The Gulf Pipe Line Co. has filed two tariffs, its I. C. C. No. 
41 and No. 32, publishing joint rates from Big Sandy Station, 
Tex., to Neville Island, Pa., and Bayshore, O. The rate to 
Neville Island is 69.75 cents and to Bayshore, 64.5 cents, which 
seem to be in line with rates from other Texas points. Big 
Sandy Station is in the new east Texas oil field, one of the 
largest potential producers ever found. 

_ The crude is to move to Neville Island through the Gulf 
Pipe Line of Oklahoma, the Gulf Pipe Line of Pennsylvania, 
the Buckeye Pipe Line and the Southwestern Pennsylvania Pipe 
Lines, via Lima, O., and Cooks Ferry, Pa. The movement to 
Bayshore is to be through the Oklahoma and Pennsylvania Gulf 
lines and the Buckeye line via Lima, O. 


PETITIONS FOR REHEARING, ETC. 
No. 20039, National Mortar & Supply Co. vs. A. A. et al. 
Complainant asks rehearing. 

No. 20703, Boston Wool Trade Association et al. vs. A. & R. 
et al. Defendant, Uintah Railway, asks order excepting it from 
operation of Commission’s order of February 9, 1931, and/or for 
reopening and rehearing the case as to it. 

No. 23032, Louisville Water Co. vs. B. & O. et al. Defendants 
ask rehearing. 

No. 21767, Brilliant Coal Co. et al. vs. I. C. et al. Complain- 
ants ask reopening, further hearing and order, in connection with 
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such disposition as may be made of proceedings in I. & S. 3585, 
coal from Alabama mins to Memphis, Tenn. 

I. & S. 3130, Southwestern Rates. Public Service Commis- 
sion for state of Kansas asks vacation, to a limited extent, of 
the portion of the order pertaining to rates from and to Kansas. 

No. 22219, Seele Brothers Grain Co. vs. C. & A. et al. Com- 
plainant asks reopening for rehearing and/or reargument. 

No. 20571, Midwest Wool Trade Association vs. A. & E. et al., 
No. 20702, Midwest Wool Trade Association vs. A. & W. et al., 
No, 20743 and Sub. 1, Midwest Wool Trade Association vs. A. & 
R. et al. Complainant asks further hearing. 

No. 17000, part 2, western trunk line class rates. Lexington 
Board of Commerce, party hereto, asks an order or finding 
directing respondents to establish through class rates between 
Lexington, Ky., and points in western trunk line territory on 
the basis set forth in sub-chapter K-12 of the original report, 

No. 20703, Boston Wool Trade Association et al. vs. A. & R. 
et al. Defendant carriers in official classification territory, by 
Eugene Morris, agent, ask postponement of effective date of 
order for a period of ninety days, or until August 23, 1931. 

No. 219438, Utah Coal Producers’ Association vs. D. & R. G. 
W. et al. Complainant asks rehearing and/or reconsideration. 

No. 22020, Iola Cement Mills Traffic Association et al. vs. 
A. T. & S. F. et al. Intervener, Monolith Portland Midwest Co., 
asks rehearing and reconsideration. 

No. 20703, Boston Wool Trade Association et al. vs. A. & 
R. et al. Defendants ask for postponement of effective date of 
order for a period of ninety days or until August 23, 1931. 

I. & S. 3248, coal from mines in Alabama, Kentucky, Ten- 
nessee and Virginia to destinations in southeastern and Carolina 
territories. Carriers, respondents and/or defendants ask modi- 
fication of order of postponement of February 9, 1931, and post- 
ponement of hearing in Fourth Section Application No. 14242 
et al., now set for April 28, at Washington, D. C., before Exam- 
iner Boat. 

No. 17498, Litwood Oil & Supply Co. et al. vs. A. T. & S. F. 
et al., No. 18576, Oriental Oil Co. et al. vs. A. T. & S. F. et al., 
and No. 21690, Marland Refining Co. vs. A. T. & S. F. et al. 
Complainants ask reopening, reconsideration and modification 
of Commission’s decision. 

No. 15030 (Sub. No. 1), Oscar Mayer & Co. vs. N. Y. C. et al. 
E. Morris and E. B. Boyd, agents for defendants, ask modification 
of order by either permitting publication on not more than ten 
days’ notice, or by postponing the effective date thereof for a 
period of twenty days beyond May 20, 1931. 


SUSPENDED TARIFFS 


In I. and S. No. 3590, the Commission has suspended from 
April 15 until November 15 schedules in supplement No. 18 
to Consolidated Freight Classification No. 6, D. T. Lawrence’s 
I. C. C.-O. C. No. 50, E. H. Dulaney’s I. C. C. No. 34, and R, C. 
Fyfe’s I. C. C. No. 19. The suspended schedules propose to 
increase the classification ratings on bottle-type paper bobbins, 
less-than-carloads, from second class rating to 1% times first 
class rating in official, southern and western classification ter- 
ritories. 

In I. and S. No. 3589, the Commission has suspended from 
April 10 until November 10 schedules in the following tariffs: 
Chicago, Indianapolis & Louisville Ry. Co.: Supplements Nos. 
1 and 2 to I. C. C. No. 4456; I. C. C. No. 4457 and supplement 
No. 1 thereto; Chicago, Milwaukee, St. Paul & Pacific R. R. Co.: 
Supplements Nos. 1 and 2 to I. C. C. No. B-6117; Illinois Central 
R. R. Co.: Supplement No. 47 to I. C. C. No. A-10079; Pennsyl- 
vania R R. Co.: Supplement No. 24 toeI. C. C No F-1781 The 
suspended schedules propose to revise the rates on stone, in 
carloads, from Bedford and other Indiana points to Chicago, 
Ill., and related points in Indiana, Illinois and Wisconsin, which 
would result in both increases and reductions. 

In I. and S. No. 3588, the Commission has suspended from 
April 14, until November 14, schedules in the following tariffs: 
Chicago, Rock Island and Pacific I. C. C. No. C-12032; St. Louis- 
San Francisco supplement No. 11 to I. C. C. No. 9130; J. E. 
Johanson, supplement No. 16 to I. C. C. No. 2143; supplement 
No. 12 to I. C. C. No. 2204. The suspended schedules propose 
to cancel the commodity rates on plaster, and related articles, 
from producing points in southwestern territory to interstate 
destinations, and apply in lieu thereof higher class or combina- 
tion rates, which would result in increased charges. 





EXPLOSIVES REGULATION 


The Commission, by division 6, in No. 3666, the case in 
which the Commission prescribes regulations for the trans- 
portation of explosives and other dangerous articles, has put 
out an order, effective on and after July 15, making revisious 
in a large number of regulations. The parts in which the most 


interest has been shown, according to the men of the Commis- 
sion who handle the matter, are those pertaining to the specifica- 
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tions for the fiber drum and container specification 5%. The 
shippers of poisons, it is judged by inquiries received by the 
Commission, are more interested in them than in any other 
part of the revisien. The revised regulations have been dis- 
cussed many times by those interested in hearings held by 
Director Bartel, of the Commission’s Bureau of Service, and the 
Bureau of Explosives of the American Railway Association, and 
promulgation by the Commission brings into effect the things 
agreed upon and where there was no agreement, the decisions 
on the questions that remained in dispute notwithstanding the 
hearings and discussions before mentioned. 


IMPROVEMENT OF WATERWAYS 


Secretary of War Hurley has approved allotments of $58,000 
for repairs to jetties in Humboldt harbor and bay, Calif.; of 
$15,000 for dredging Bronx River, N. Y., and of $41,000 for a 
survey boat for river and harbor operations in the Hawaiian 
Islands. 


JAMES RIVER IMPROVEMENT 


An allotment of $33,000 for dredging the James River, Vir- 
ginia, has been approved by the Secretary of War. The project 
for the improvement of the river provides for a channel 25 feet 
in depth from the mouth to the deep water terminal at Rich- 
mond, 3.8 miles below the Richmond lock gates, and thence 18 
feet in depth and 200 feet wide to the lock gates. In 1929, ac- 
cording to the War Department, water-borne commerce at Rich- 
mond amounted to 687,672 tons valued at $63,480,496. The de- 
partment said it was to the interest of navigation that the 
dredging be underaken at an early date, as a considerable por- 
tion of the commerce moved over the extreme upper end of the 
channel, where the present depths were a serious handicap to 
navigation. 


FOURTH SECTION SUGAR 


The granting of the application in Fourth Section Applica- 
tion No. 14080, rates on sugar from San Francisco and Crockett, 
Calif., to destinations in western trunk line territory, would 
authorize the transcontinental railroads to meet barge line com- 
petition on the Mississippi River, while the southern railroads 
paralleling the barge line have been denied that right by the 
Commission, according to the brief for the American-Hawaiian 
Steamship Company and other intercoastal carriers in opposi- 
tion to the application. 

The Commission, it is asserted, has required the southern 
railroads to cancel all rates that are less for the longer than 
the shorter haul and even without fourth section relief has 
ordered them to maintain rates 25 per cent higher than those 
via the barge line. 

To grant the application in these circumstances, says the 
brief, would almost come under “the constitutional prohibition 
of cruel and unusual punishment.” It adds: 


To say to railroads operating between the same terminals as the 
water line that they may not compete with the water line, that not 
only will no fourth section relief be granted but that their rates must 
be 25 per cent higher, and at the same time grant fourth section 
relief to railroad originating the same commodity 2,000 miles west of 
the barge line and destined to the same points of consumption would 
certainly be unusual if not cruel. However, that is one of the prob- 
lems before the Commission in this application. It is not one in 
which the intercoastal lines have more than an academic interest. 


The steamship lines say they are not encroaching on the 
railroads—that they have created new business. Granting the 
application, they say, will reduce transportation through the 
Panama Canal. They assert that the fact that the railroads are 
suffering from competition of the automobile does not justify the 
Commission pursuing a course that will tend to defeat the policy 
of Congress as to the merchant marine. 


VIOLATIONS OF AIR COMMERCE REGULATIONS 


The aeronautics branch of the Department of Commerce 
dealt with 313 violations of the air commerce regulations the 
first quarter of 1931, according to Gilbert G. Budwig, director of 
air regulation. The total violations of the regulations for this 
period represented an increase of 46 over the last quarter of 
1930, while the total number of persons assessed increased 26. 

“Fines in the amount of $290 were assessed against and 
collected from 65 persons in the first quarter of this year,” 
Mr. Budwig said. “Penalties in the form of 56 reprimands, 84 
suspensions, 25 revocations and 7 denials of licenses were meted 
out for the violations. In 76 cases, evidence was produced which 
justified dismissal. 

“Violations of the air commerce regulations dealing with 
acrobatics led the list of specific offenses. There were 60 vio- 
lations of the acrobatics provisions and 40 of the low flying 
clause of the regulations. Other specific violations during the 
first quarter of 1931 were: Unlicensed pilot flying licensed 
plane, 23; flying without navigation lights, 10; flying without 
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identification numbers, 6. The miscellaneous offenses numbered 
174. Of the total number of violations 37 are still pending, 

“Fines in the amount of $750 were collected on civil pep. 
— assessed during the preceding three months and prio, 
thereto.” 


AIR NAVIGATION AIDS 


Airmen flying along the federal airways system will be pro 
vided with a convenient index to the radio aids to air naviga- 
tion by a new series of airway bulletins, published by the aero. 
nautics branch, the first of which will be available in aboy 
three weeks, according to the Department of Commerce. 

The information will be given in map form, the varioy: 
facilities being shown in their respective places on an outline 
map of an airway. By suitable symbols, the radio broadcas 
stations, range stations and marker beacons which have bee 
installed by the Department of Commerce will be indicated jp 
their respective positions on outline maps of the airways jp 
the new bulletins, and opposite each facility will appear a brie; 
description, including the call letters, frequencies, and broad. 
cast schedules of radio communications stations, the frequencies 
on which the various radio range and marker beacons operate, 
and the identifying code signal which has been assigned in each 
instance. 

More than 1,200 airway bulletins have been compiled by 
the aeronautics branch to describe airports and Department of 
Commerce intermediate landing fields, summarize meteorological 
conditions in the various states, give notice of unusual condi. 
tions that might affect the safety of flight and make available 
other data essential to air navigation. 

The new bulletins describing radio aids, like the airway 
bulletins describing airports and landing fields, may be obtained 
without charge, upon request to the aeronautics branch, as they 
become available. 


COAST-TO-COAST AIR MAIL 


Beginning April 20, air mail planes will fly from New York 
to Los Angeles in three minutes less than twenty-four hours, 
according to the Post Office Department. Air mail leaving the 
Newark airport westbound at 10:45 a. m. will land at the Los 
Angeles field at 7:42 a. m. the following morning. Allowing 
for the three hours’ difference in time east and west, the trip 
will consume less than twenty-four hours. At the present time 
the air mail schedule from the Atlantic to the Pacific coast is 
34 hours and 15 minutes, which includes a stopover at night at 
Kansas City. The new schedule provides for a 20-minute stop- 
over at Kansas City. 

“This speeding up in the flying time of mail planes across 
the continent is made possible by the use of planes on the 
western leg of the trip from Kansas City to Los Angeles which 
will maintain an average speed of 140 miles an hour,” says the 
department. “It is the first time in the history of the air mail 
service that planes with such a speed have been employed. 
At the present time mail planes do not average over 102 miles 
an hour. 

“During the recent conference between air mail operators, 
Postmaster-General Brown and other officials of the departmett, 
the Postmaster-General pointed out that greater speed should 
be maintained if the air mail service was to be more generally 
patronized by the business and commercial world. 

“Despite the increase in the speed of mail planes over 4 
portion of the transcontinental route, all measures to insure 
absolute safety in flying will be employed.” 

“It was announced at the department that for the next few 
months passengers will not be carried over that portion of the 
route requiring night flying.” 


TRUCK COMPETITION ON COTTON 


Southern railroads, acting through J. E. Tilford, chairmal 
of their freight committee, have persuaded the Commission to 


-reopen No. 17000, part 3, Hoch-Smith cotton, 165 I. C. C. 595, 


with a view to deciding whether it should modify the findings 
and order made in this case on July 15, 1930, so as to enable 
the railroads to meet the competition of trucks in the hauliné 
of cotton from Mississippi Valley points of origin to NeW 
Orleans, La., and Mobile, Ala. The reopened proceeding has 
been assigned for further hearing, before Examiner G. H. Mat: 
tingly at New Orleans, La., St. Charles Hotel, at 10 a. m. April 
29. The part of the order reopening the proceeding that shows 
the extent and the reason for the further hearing in the matter 
follows: 

It is ordered, that the said proceedings be, and they are hereby, 
reopened for further hearing upon the question whether the findings 
and order heretofore entered and filed in these proceedings on July 
15, 1930, shall be modified, and if so, to what extent, so as to permit 
the carriers to establish and maintain from Mississippi Valley origin 
to New Orleans, La., reduced rates to meet competition of motor 
trucks without observing the relation required between the rates 
cotton from the Mississippi Valley to New Orleans, La., on the oné 
hand, and to Mobile, Ala., on the other hand. 
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A Close Up of the Transportation Revolution 


Extensive Traffic of Large Mail Order House Serves to Illustrate Transportation Adjustment 
Between Rail and Highway Carriers—Ten Per Cent of Montgomery Ward and Company 
Shipments Moving by Truck—Traffic Manager Explains Reasons—Store-Door 
Pickup and Delivery, Faster Service, and Failure of Rail Carriers to 
Adapt Service to Changing Conditions Give Truck Its Opportunity 


By HoMER H. SHANNON 


Montgomery Ward and Company are about as_ with the most efficient and economical transportation 


Ts traffic problems of an organization such as_ seven concentration points, all of which must be served 


complex and diversified as can be found anywhere. available. Sources of materials are located at some 
The cost of transportation may not represent as large fifteen hundred points as widely scattered as the sales 
a proportion of the cost of doing business as in some outlets. 


other lines, but it is a highly important part of the cost 
‘account, and, in these changing times, is becoming more 


so. The extent and 
variety of the trans- 
portation services re- 
quired by the com- 
pany make them of 
particular interest 
in any attempt to 
understand what is 
happening to the 
transportation ma- 
chine—what changes 
are taking place in 
‘services available to 
‘shippers, why those 
changes are going 
on, and where they 
are leading. That is 
especially true so far 
as the adjustment 
between rail and 
highway carriers is 
concerned. 
No one familiar 
' with the facts now 
/doubts that an ad- 
justment of far- 


reaching significance 


so far as those two 
classes of carrier 
Services are con- 
cerned is being 
worked out. Just 
what will be the out- 





Using Common Carrier Trucks Two Years 


Comparatively 
speaking, said Mr. 
Muntwyler, his com- 
pany did no trucking 
two years ago. As 
a general thing, 
truck services are 
being used only from 
the large distribu- 
tion points to near- 
by stores. It is a 
short-haul proposi- 
tion, except where 
“we have failed to 
get an adjustment 
on certain commod- 
ities,’’ said Mr. 
Muntwyler. But that 
must be considerably 
elaborated to give 
the true picture. 
Such things as auto- 
mobile tires, _ bat- 
teries, refrigerators, 
washing machines 
and radios are being 
moved relatively long 
distances by truck. 





Eighty-one stores within a radius of 350 miles of Chicago are served through 


the Chicago Motor Express Terminal. Trailers are spotted at the loading dock In the case of tires, 
of Montgomery Ward and Company early in the morning and removed as loaded, Mr. Munt er said 
the shipments being worked according to destination at the motor terminal. In <g wy 

addition, the motor terminal trucks pick up shipments at twenty-five or thirty shipments were be- 


factories in Chicago to be delivered to outlying stores. 


ing sent by truck for 
distances up to 400 


come no one pretends to know, but it is usually conceded miles regularly, and sometimes up to six and seven hun- 
that fundamental changes in the general distribution dred miles. “The radius of truck distribution is con- 


plan will result. 


tinually extending,” he remarked. “At least, I find that 


With a volume of merchandise freight exceeded by to be the case. Representatives of trucking organizations 
few organizations, L. E. Muntwyler, manager of the are coming in every day asking for business to points 
| seheral traffic department of Montgomery Ward and farther out. I used to think the truck couldn’t be used 
Company, estimates that approximately ten per cent of economically for distances greater than could be reached 
phat company’s business is now being handled in trucks. by an over-night haul. There is no such limitation 
“While we are not trucking more than 10 per cent of our today.” 
/ ‘otal tonnage,” he said, “that is a tremendous volume.” As to what the railroads are doing to bring their 
) Annual freight shipments of the company probably total services in line with truck competition, he declared that 
bout a billion pounds. All of it is comparatively “high- “they haven’t scratched the surface.” From The Traffic 
: lass” traffic, the business embracing thirty-nine separate World and other sources, he said, he saw, from time to 
ines of merchandise, ranging from drugs, candy, and _ time, that this railroad or that had put in store-door 


T tobacco to farm equipment. The company has stores at delivery at certain points, or made some other change 
-0 cities, nine mail order houses, seven warehouses and _ in services calculated to hold or regain traffic taken by 
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the highway carriers. He pointed to a large map of the United 
States on the wall of his office. It was dotted with pins and 
otherwise marked, showing the location of company stores, dis- 
tribution territories, etc. “That is the territory we have to 
serve,” he said. “So far as our business is concerned the rail- 
roads haven’t scratched the surface in trying to meet the truck.” 


Store-Door Delivery Only One Factor 


Store-door delivery will not solve all the problems of the rail- 
roads, though, he said. “There should be no mistake about that. 
The railroads have got to speed up. We ship a large volume 
of goods in less-carload quantities that the railroads require any- 
where from ten to twelve days to give delivery on for distances 
of only six or seven hundred miles. That simply doesn’t fit in 
the picture today. You hear it said that the country is speed 
mad. We may be, but the railroads are not, so far as their less- 
carload service is concerned.” 

Another point in connection with rail service that he held 
to be seriously in need of adjustment was the spread between 
carload and less-carload rates. 

“If you drove a little roadster fifteen years ago,” he sug- 
gested, by way of illustration, “you paid around $18 for a fabric 
tire that has gone off the market today. A tire of the same size 
—a cord, which is supposed to be better—sells for $4.39. Fifteen 
years ago tires were rated first class, 1. c. 1. and third, carload. 
They are the same today. The railroads have improved their 
services in a great many ways; carload service, generally speak- 
ing, is good; they have reduced their operating expenses and 
done other things to bring themselves in line with changed con- 
ditions; but it isn’t enough. I can’t ship tires carload and do 
any better from a cost point of view than if I shipped all the 
way 1. c. 1, when I have to break up a shipment for several 
stores.” 

Clearness may be added at this point by giving further detail 
of the transportation features of the company business. It has, 
in reality, two distinct branches—the mail order business and 
an “over-the-counter” business through the widely scattered re- 
tail stores. As far as volume of sales is concerned, the business 
is about equally divided. On a weight basis, Mr. Muntwyler 
roughly estimated that about 75 per cent of the total business 
was done through the retail stores. On inbound shipments, the 
retail store may draw its supplies direct from the manufacturing 
source or from one of the company warehouses or mail order 
houses. Lines moving in volume reach the stores directly from 
their source, almost exclusively, only items handled in small 
quantities being distributed to the stores from the warehouses 
and mail order houses. The movement into the mail order 
houses and warehouses is almost entirely in carloads. 


Truck Used at Break-Up Point 


Shipments from the manufacturing sources to the retail 
stores may go l. c. 1. or carloads, depending on their nature. If 
the movement is carload, it is usually billed to a point centrally 
located with respect to three or four stores or more, where the 
shipments are broken up for the individual stores. By far the 
greater volume, on a weight basis, moves that way. At the 
break-bulk point, the shipments move forward to the individual 
stores either as rail less-carload shipments or by truck. Use of 
the truck for that operation, according to Mr. Muntwyler, is 
being extended almost as rapidly as trucking arrangements can 
be made. When the truck is used from the break-bulk point, 
handling charges are avoided and there is no cartage charge for 
transfer from one railroad to another, nor for delivery at desti- 
nation. Ordinarily, that means an actual saving in transporta- 
tion charges and the service is more satisfactory. 

But, in addition to this use the company is making of over- 
the-highway motor lines, other uses are developing out of the 
pressure of circumstances and changing commercial conditions. 
“Any distribution system is measured by two yard sticks,” said 
Mr. Muntwyler. ‘“‘Those are cost and service.” Any kind of 
emergency is likely to mean the substitution of the truck for a 
rail less-carload movement, if the distance does not exceed five 
or six hundred miles. With the vast extent, both territorially 
and in character, of the transportation services called into play 
by the company’s business, it is not infrequent that situations 
develop where, on the basis of cost, the truck must be substi- 
tuted for its more cumbersome rival. 


Facts and Figures 


Illustrating the point with respect to emergency service, Mr. 
Muntwyler referred to an actual case: ‘‘Last Christmas our store 
at Davenport found it was going to run short of radios. It may 
have laid in a stock of two hundred and fifty, or whatever it 
thought would be its requirements. But about a week before 
Christmas the manager saw he was going to be sold out. A ship- 
ment was made from Marion, Ohio, less carload. It took eleven 
days to reach the store. Christmas was over when it arrived. 
In the meantime we sent a shipment from Chicago by truck, 
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getting delivery at Davenport the next morning after the shies 
ment left here.” J 

An illustration of another kind: “Just the other day g = 
called me and said he couldn’t use any more electric washop™ 
in carload quantities. He wanted me to see what I couly 
shipping less-carload. When I looked up the rate I gay ey 
couldn’t sell his washers at a profit, handling them 1. ¢. |, .—y 
applied to the railroads for an adjustment in that rate, the pi 
wouldn’t be selling any more washers by the time the ney p, ‘ 
got in—if I got it. The truck gives a way out. If the trie 


didn’t give the answer, the man would either have to discontip. 
He doen 


selling that line, or he would have to sell it at a loss. 
want to do either.” 

In that connection, Mr. Muntwyler resorted to pencil yi 
paper to show “what the merchant and traffic manager js 
against.” One result was to indicate that, at least in one sens 
the depression has been a good thing for the common-carris 
trucker. It has opened the traffic manager’s door to him, } 
testimony of Mr. Muntwyler, as well as that of many othm 
indicates that the traffic manager would rather deal with anh 
road than with a trucking company, if he can get what he way 
from the former. But in a period of depression, he is ghaje 
out of routine ways of doing things. Pressure from his superiy 
to reduce costs is increased. Inventories are held more ¢lox; 
to bare necessities. On the assumption that there are gph 
services that can be done more economically and efficiently }— ” 
truck than by rail, this will come to light more quickly; 
abnormal times. 


Abnormal Business Accentuates Transportation Costs 


To get back to Mr. Muntwyler’s pencil and paper: “Assup: 
the cost of a particular article to us is $1; adding 50 cents; 
give a gross profit of 33144 per cent on the sales price, you g 
a sales price of $1.50. Out of that fifty cents, then, we mu— 
get our net profit and pay the operating cost, overhead, adwh ~ 
tising, and transportation. Suppose we set 5 cents as the tray 
portation cost; 40 cents as the cost of operating, overhead, w 
advertising, leaving 5 cents as the net profit. 

“You know what has happened to business; we are mw 
getting that same article for 80 cents. To get our gross pni 
of 33% per cent we add 40 cents, now, and get a sales prop” 
of $1.50. Forty cents must now cover what we formerly k 
fifty cents for. Transportation stays at 5 cents; we may hw 
been able to reduce the total of the operating, overhead, ap 
advertising costs by 5 cents, so that they amount only to %~- 
cents, but that, with the transportation cost, completely cling ~ 
nates the net profit. 

“To show, in another way, how the depression has ser! 
to emphasize the element of transportation in the cost of doz 
business, suppose we take a commodity that costs $25 for! 
pounds. Arbitrarily setting the cost of transportation on thf © 
at $1, it represents 4 per cent of the value. If the cost of tt” 
commodity is reduced to $20, the transportation cost becom 
5 per cent of the total. 
Trunk Line Territory go in, that may be 6 per cent. Thel,! 
may be, we are not able to order in as large quantities as befor 
because of changed business conditions; where, before, we coll 
get 100 pounds at a time we may be able to order only ff 
pounds. The freight rate is assessed on the 100-pound unit,s 
that, instead of being 6 per cent of the total cost, it has becom 
12 per cent.” 

The illustrations might be somewhat extreme, Mr. Mw 


wyler said, but he believed they fairly represented what tl 4 


traffic manager had been “up against.” The truck had in mug 
cases been accepted, he said, simply as “a way out.” 


Great Oaks from Little Acorns 


But there is still another aspect of the growth of the oe} 
the-highway trucking, concerning which the railroads sholl 
really be alarmed, according to him. This business of tumil 
shipments over to a truck is like a vice, as he pictured it. 00% 
the thing is begun it grows—or, like the snowball rolling dong 
hill, it gathers something to itself. He explained that he My 
been making shipments to one of the company’s stores in Ws 
consin by truck. The location of the store made it imposs 
to get satisfactory rail service. After a time, the truck oper 
came to him and said he couldn’t continue to give the serv 
at the rates in effect. “He said he had noticed we were shipp# 
about a carload a day of a certain commodity in to Chicago ff 
an intermediate point. If he had that business on the retu 
he could continue to serve the Wisconsin store. Rail seri 
from the intermediate point was satisfactory,” Mr. Muntwy 
explained. “It was business the railroad could naturally ex 
to retain. I didn’t feel I could afford to have the truck ser 
to the Wisconsin store discontinued, however, so, to kee) iy 


going, the carload movement on which the railroads were "Re 


position to give good service was turned over to the truck. 
That was only one instance, he pointed out. But it rep 





When the new class rates in West © 
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ted a kind of situation that was developing with increasing 
frequency as truck services extended. ‘The railroads are losing 
ia a of business of that kind,” he declared, “because they are 
‘ ay* a position to do the whole transportation job.” 


Carrier Responsibility and Regulation 


: In his opinion, the railroads should have been supplying this 
4 jementary trucking service a long time ago. They still have 
MH — to get into it, he said. ‘Wherever the railroads have 
BS : : in store-door delivery or put their services on a competitive 
BD asis with those of the trucks, as in the southwest, they are 
NB eetting all our business. We will do business with them 99 out 
y of 100 times when they give us the service,” he said. Greater 
8 responsibility, security of the shipment, and the fact that it is 
"S,lways more satisfactory to do business with one person than 
"), half dozen were among the reasons assigned for that. 
Generally speaking, he said, where his company used truck 
services it paid rates equivalent to those charged by the rail- 
roads. The only exception to that, taking the picture as a whole, 
‘® Swas in cases where highway distances were materially less than 
rail distances. With few exceptions, it was explained, individual 
Scontracts were made with the trucking companies for their 
services. Those contracts impose the same responsibilities on 
the trucker that the railroad has when it accepts shipments. 
The services in that sense are contract truck services, though 
‘the regular rates of the trucking company are charged. In a 
creat many cases Montgomery Ward and Company is co-insured 
‘with the trucking company. The problem of responsibility has 
‘been one of the most troublesome and has been most closely 
watched. ; 
; Mr. Muntwyler was asked as to whether regulation would 
inot simplify that. ; ‘ 
“The question of motor truck regulation is one to which 
‘we have given much thought,” he replied. “While, on the face 
ml of it, it appears sensible to regulate, to some extent, there is a 
adve & danger of over-regulation. A good many shippers feel the 
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rail carriers are being regulated to the point that they are prac- 
tically unable to meet changing conditions. I certainly don’t 
want the motor carriers to find themselves in that position. 
Surely, it would be wiser to let the motor truck companies first 





prot find their place in the sphere of business before we hamper their 
Diee S growth with regulation.” : : 
yu = The whole matter apparently was summed up, for him, in 
haf Sthat “fear of over-regulation.” ; 

» ali “Ten years from now we will have a lot of truck service 
. ‘we haven’t now,” he added. 

elim: eases 








MOTOR RAIL SERVICE RATES 


Before deciding the question whether the tariff of the Pacific 
Motor Transport Company and Lewis A. Monroe’s express classi- 
fication shall be placed on the Commission’s files or rejected 
(see Traffic World, April 4, p. 850), division 2, which has been 
considering the matter, will have a conference with Frank Karr, 
general counsel of the transport company, and George H. Muck- 
ley, the latter of the Southern Pacific’s law staff in Washington. 

‘® The issue is entirely between the Commission and the trans- 
for "portation companies as to whether the services offered by the 
pes | transport company under the tariff and the classification under 
consideration are such as may lawfully be offered. 

Broadly speaking the offer amounts to a proposal that the 
| transport company shall offer an express service on freight over 

» the rails of the Southern Pacific at any quantity on commodities 
» tot rated lower than fourth class, which rates appear to be less 
than the less-than-carload rates offered to shippers over the 
rails of the Southern Pacific, the any-quantity rates being door- 
'to-door, while the less-than-carload rates do not specify such a 
' pickup and delivery service, the purpose being to meet truck 
3 competition. 


ALABAMA MOTOR LEGISLATION 


The Alabama legislature has enacted one law regulating 
the size, width, length, weight and load of all motor trucks and 
© another bill drawn a recess committee is up for passage, pro- 
» Yiding additional licenses tax on common carrier busses and 
‘i trucks. The bill which became a law April was approved by 
cof ‘Xe Alabama Truck Owners’ and Operators’ Association, but 
the bill up for passage has drawn opposition from the truck 
ee U°2, Dot so much on account of the graduated license fee 

according to tonnage, but on account of changes in the basis 
vic of calculating the truck’s tonnage from its rated capacity to 
™ ‘ts maximum load. 
Fe _The new law prescribes a maximum length of 33 feet for 
» Single truck or 46 feet with a trailer. The maximum allowable 
p ST0ss weight is 32,000 pounds. The maximum width is 96 
zg ee. Trucks of 36 feet or more are restricted to 35 miles per 
: our. Fire fighting equipment and passenger busses are ex- 
ee) °ePted from this provision. 
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Owners of trucks included in the speed provisions of this 
law are required to equip trucks with a suitable mechanical 
governor to limit the speed to 35 miles an hour. Violation of 
this law is punishable as a misdemeanor. 

The bill now before the legislature prescribes a heavy 
license for all motor transportation operators except those 
operating vehicles as common carriers between fixed termini 
over regular routes. The range of licenses a year ranges as 
follows: one ton, $25; two tons $75; three tons $150; four tons 
$275; five tons $500; six tons $1,000; seven tons and over $1,500. 

If the owner of the truck lives in an incorporated city, ten 
per cent of the fees collected shall go to the town to be used 
exclusively for maintenance, repair and policing the highways 
in the town, 45 per cent shall go to the state highway commis- 
sion to be used exclusively for maintenance, repair and policing 
of the public highways of the state, and 45 per cent shall be 
divided equally among the counties of the state to be used for 
the same purpose. 

Trucks and busses operated as contract carriers over fixed 
routes on regular schedules come under supervision of the state 
public service commission and another bill will provide a 
mileage tax for them. 


MOTOR TRANSPORT COORDINATION 


Announcement was made April 16 by Secretary McGinty 
of the Commission that the date for filing briefs in No. 23400, 
Coordination of Motor Transportation, had been extended from 
May 16 to June 1. It was stated that no other notice than this 
announcement at the offices of the Commission would be given 
of this change. 





MOTOR TRANSPORT DIVISION 


The meeting of the motor transport division of the Ameri- 
can Railway Association scheduled for June 9 to 11 at Chicago 
has been eliminated because of the need for economy. In order 
that the affairs of the division may be carried on uninterrupt- 
edly, it is announced, there will be a meeting of the general 
committee and the chairmen of the various sections of the 
division at Chicago June 16 to 18, inclusive, for the purpose 
of assignment and consideration of subjects for report and 
discussion at the annual meeting in November. 


BARGAIN TRAVEL DAYS 


A real “bargain day”—two of them, in fact—will be offered 
the public in the way of round-trip railroad tickets by all the 
lines in the Western Passenger Association April 24 and 25. 
Round-trip tickets good in coaches and chair cars will be sold 
at 60 per cent of the one way rate throughout the territory east 
of the Missouri River and tickets good in Pullman and parlor 
car equipment will be sold for the round trip, between any 
stations in the territory covered, for the price of the one-way 
ticket. The coach tickets will avrage approximately one cent 
a mile, or slightly higher. A return limit of May 4 applies in 
connection with the reductions. 

While excursion rates have been made with great fre- 
quency by the railroads in recent years and, not infrequently, 
on an equally low basis, the territory covered by these reduc- 
tions, the fact that they are on a station-to-station basis, and 
the relatively long time provided for the return trip make the 
offering unusual. As a rule, excursion rates have applied only 
between certain named terminals. 

On the same days, the Illinois Central is offering excursion 
rates at the same level over its entire system, the retrun limit 
of May 4 also applying in that connection. 

The possibility of a series of similar “bargain periods” is 
suggested by the association announcement, depending on the 
results of this first effort to stimulate travel in a wholesale way 
by low rates. It is the purpose to determine if the public will 
really travel when low rates are offered uniformly over a terri- 
tory. 

An unusual offering in a “spring vacation round-trip all- 
expense tour” is announced by the Michigan Central for April 
26. A rate of $58.50 has been made for the tour, from Chicago 
to New York, that figure covering hotel and meals as well as 
various sight-seeing trips. The tour will begin Sunday, April 
26, and end Friday, May 1. Traveling will be by day, the nights 
being spent in hotels. 


TO REGAIN PASSENGERS 


“Much short-distance passenger traffic lost to the highways 
in recent years can be won back to the rails,” says H. E. New- 
comet, vice-president of the Pennsylvania, in discussing experi- 
ments on his railroad to test the soundness of a new idea devel- 
oped through analysis of the passenger traffic situation. The 
proper course, Mr. Newcomet says, is to adjust passenger train 
service to meet specifically the requirements of the present day. 
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His formula calls for the operation of well-equipped trains 
that make a liberal number of scheduled stops and travel at 
high speed between stations. 

By increasing the rate of speed between stations sufficiently 
to compensate for stops at intervals of about 25 miles, local 
passenger train service, Mr. Newcomet asserts, is presented in 
a new and attractive costume, designed and cut to fit modern 
conditions. 

“Our experiments point the way to a solution of a problem 
that has bothered railroad men for years, he says. “With the 
rise of the motor car, local passenger train service of 1910 vintage 
has dwindled almost to extinction. In the same period, how- 
ever, there has been a general increase in the patronage of 
long-distance passenger trains. It is in this gap between the 
milk train of fast-fading memory and the long-distance flyers that 
the new type of service, attuned closely to the needs of the 
times, finds a warm welcome and profitable business. 

“Although long-distance trains making a limited number of 
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stops meet a definite need, they, nevertheless, run right by hu. 
dreds of potential patrons, whose transportation needs are Dot 
adequately served by the old-style accommodation train. 
“In the era before the motor car came into wide use, gt 
tions were deliberatly placed along a railroad at intervals gf 
four to eight miles. The general idea was to enable farmey 
and others using the horse and buggy on unimproved roads 
reach a railroad station in not more than two hours to board 
a local train for a comparatively short trip down the line, 
“The widespread use of the private automobile and the 
extension of hard surfaced roads have made this set-up Obsolete 
In the time formerly required to reach the railroad station, th 
farmer now motors 35 or 40 miles to the county seat or othe 
destination. Why use a slow local train for part of the trip 
even if one is available?” 
The answer, he asserts, is to provide train service adapta 
to the automobile age, forgetting about the local train of hors 
and buggy days. 





Ocean Shipping News 





OCEAN SHIPPING DEVELOPMENTS 


The Traffic World New York Bureau 


The grain market has held the attention of shipowners in 
the full cargo trades for the last few days, due to an in- 
creased demand for space. Freight brokers’ reviews point 
out that little liner space is available for this month and ton- 
nage for loading at Montreal in April could obtain rates at least 
1 cent better than those quoted for May. The improvement 
in the grain trade may be one of the flurries which have oc- 
curred several times in the last year, but the demand is at 
least sufficient to warrant the prediction that rates will be 
sustained for the rest of the month, and indications are that 
any further increase in requirements will mean an advance in 
rates. . 
Two fixtures from Montreal to picked ports in the Medi- 
terranean were reported on the basis of 13 cents for April. 
Rates for May loading from the St. Lawrence are quoted as 
as on the basis of 9 cents Antwerp-Rotterdam, but owners are 
not particularly interested, preferring to wait and see what 
the future brings. 

The coal trade is quiet, with no fixtures reported. Business 
to west Italy for April-May loading can be accomplished, but 
owners are displaying little interest. No definite inquiry for 
South America has developed. No developments of importance 
occurred in other divisions of the market. 


The New York offices of the Nippon Yusen Kaisha have 
received advices from their home offices in Tokio confirming 
reports that a working agreement has been signed with the 
Osaka Shosen Kaisha. The agreement will be effective for ten 
years. 

Desiring to rationalize their services on competing routes, 
the N. Y. K., under the terms of the agreement, withdraws from 
the Japan-South Africa-East coast of South America trade, 
while the O. S. K. withdraws from the Seattle-Vancouver-Orient 
trade. In addition to its own vessels, the N. Y. K. will operate 
those of the O. S. K. in the Japan-Europe trade. The N. Y. K. 
service to the west coast of South America will remain un- 
changed, and the two companies will maintain their New York- 
Orient service via’ Panama as heretofore. 


This effort toward rationalization by these two large com- 
panies is in line with the general trend of shipping to come 
to agreements that will improve the position of all concerned. 

With a view to determining the general tendency in speeds 
for new world cargo ships, each of 2,000 gross tons or more, 
the National Council of American Shipbuilders found that of 
the 460 cargo vessels constructed throughout the world in 1929 
and 1930 75 per cent of the total number, or 344 ships, had 
speeds of twelve knots or less. Only six ships were of sixteen 
knots or more. 

The 460 vessels constructed in the two years under review 
totaled 2,203,879 gross tons, and of this number the shipyards 
of Great Britain built 250 with a gross tonnage of 1,231,471 
tons, while the United States built only two ships with a gross 
tonnage of 8,822. These two vessels were built in 1929, but in 
1930 there was not a single ship built for cargoes only, although 
there were a number of combination passenger and freight ships 
built. 

Chartering for two years of three additional motor vessels 





for operation in the New York-River Plate service is announce 
by the Moore and McCormack Company, Inc., agents for th 
Mooremack Lines. The new vessels, it is stated, have limite 
passenger accommodations, but will operate on a B line schej. 
ule and at B line conference rates. 

Albert V. Moore, president of the American Scantic Line 
says there is no truth in the report that his company conten. 
plated the submission of a bid for ocean mail contract covering 
the route of the American Diamond Line. He declared his con. 
pany was not interested in any plan for the purchase of the 
American Diamond Line. 

Several shipping men are included in the committee of 2fi 
business men named to welcome and entertain the delegates 
to the 18th annual conference of the American Foreign Trade 
Council, which is to open May 27. They are: P. A. S. Frank 
lin, Sir Ashley Sparks, Frank C. Munson, Emmet J. McCormack, 
A. V. Moore, H. Schuengel, M. C. O’Hearn, J. Howland Gardner, 
William H. Todd, Eugene G. Grace, Henry Hebermann, C. W. 
Bowring, H. C. Blackiston, Edward P. Farley, A. F. Mack, Frei 
B. Dalzell, Eugene F. Moran, H. H. Raymond, Henry R. Sutphen 
and J. J. Glatzmayer. 





SPLIT DELIVERY ORDER 

The effective date of the Shipping Board’s order in No. 4, 
Associated Jobbers and Manufacturers vs. American-Hawaiia 
Steamship Company et al., has been postponed 60 days from 
April 14 because hearing on the injunction proceedings brought 
by the Isthmian and Argonaut lines to have the order set aside 
has been postponed from April 11 to May 16. The order re 
quires the imposition of a charge for split delivering shipments 
on the Pacific coast by intercoastal steamship lines. 


NEW INTERCOASTAL ARRANGEMENT 


An “arrangement” formulated by the American-Hawaiial 
Steamship Company, the Dollar Steamship Lines, Inc., the 





Luckenbach Steamship Company, Inc., and the Panama Pacific F 


Line (International Mercantile Marine Company, agents), for 
consideration of conditions prevailing in the intercoastal trade 
and rates to be charged from time to time was approved by 
the Shipping Board April 15. The “arrangement” was set forth 
in a@ memorandum filed with the board under section 15 of the 
shipping act of 1916. It was regarded as representing an effort 
on the part of some of the largest intercoastal steamship cal 
riers to stabilize conditions in the intercoastal trade. The 
regular United States Intercoastal Conference was disbanded 
some time ago. The “arrangement” of the four lines may gro¥ 
— another conference. The text of the “arrangement” fo 
Ows: 


The undersigned carriers have arranged verbally for occasional 
meetings of their representatives at New York to Govane informally 
conditions prevailing in the intercoastal trade between Atlantic and 
Pacific ports and to consider the rates to be charged from time t 
time. No agreed tariff of rates has been fixed upon, although it may 
result from the foregoing discussion and consideration that the samt 
rates will be charged by the various undersigned lines in respect 0 
the same character of traffic, but the lines retain the right of ind- 
vidual action in all matters except as to rates that may thus 

agreed on, not being governed or restricted by majority or othe! 
vote, and it is a matter of decision by a representative of each ind- 
vidual line whether it will conform to such rates as may be propo 

by other lines. This arrangement is not a continuation of 42 
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KEEPING FAITH 
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UFFALO stands, today, a monument 

to the courage and foresight of its 
pioneer founders. Burned to the ground 
if during the War of 1812, left in ruins for a 
sf long winter, it was rebuilt in the spring 
when the settlers returned to make use of 
if the natural advantages with which this site 
| was endowed. 


» | By 1832, the first milestone in Buffalo's civic 
& | progress was reached; it became a corpo- 
| rate city. From that day until the present, 
s,| through all of the changing economics of a 
;| growing nation, Buffalo has kept faith with its founders. 
| Commerce and industry have transformed the young city 

into a metropolitan center of international importance. 
, | [tis the largest grain distributing port in the world. A 
a | bridge commemorating one hundred years of peace spans 
it | the river between it and Canada. The strategic location 
| 'sstill a main factor in Buffalo’s prominence in trade. 


Wheat Elevators, Buffalo, N. Y-. 


McKinley Monument 


As the first railroad in the Mississippi Valley (and one of the first on 
this continent) the Wabash has played a large part in the develop- 
ment of many important cities. First operated in 1838, its rails pointed 
the way to commercial independence, and an inspiring list of industrial 
centers has sprung from the towns served by the Wabash. Buffalo is 
directly connected by the Wabash to the other key cities of this im- 
pressive group: St. Louis, Chicago, Detroit, Ft. Wayne, Kansas City, 
Omaha, Des Moines and many other communities that contribute to 
the progressiveness of the middle west. Few railroads have direct 





ee lines to as many leading cities as the Wabash has in its network of 
Dominates in the Banner States, Nebraska, lowa, tracks throughout this section of the United States. 
Missouri, Illinois, Indiana, Ohio, Michigan 
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functions of United States Intercoastal Conference, so called, of 
which the several undersigned carriers previously were but are not 
now members, and this arrangement is wholly independent of and 
without relation of any kind to any other agreement or arrangement. 

Any other line desiring to participate in this arrangement will be 
admitted to do so on application and signature of this memorandum, 
notice of which shall be given the United States Shipping Board. 

Any signatory may resign on 48 hours’ notice to the other signa- 
tories, of which the United States Shipping Board shall be advised. 

The several undersigned lines have also agreed that this memo- 
randum shall be submitted to United States Shipping Board for 
approval under Section 15 of the shipping act, 1916. American- 
Hawaiian Steamship Company, by Jos. D. Tomlinson, vice-president. 
Dollar Steamship Lines, Inc., by G. S. Hinkins, G. M. Luckenbach 
Steamship Company, Inc., by Oliver P. Caldwell, F. T. M. Panama 
Pacific Line (International Mercantile Marine Company, agents), by 
A. C. Fetterol, V. P. 


AMERICAN FLAG SHIPPING 

Eighty-two lines were operating American flag vessels in 
regular ocean services in the nearby, overseas and non-con- 
tiguous trade routes on January 1 this year, according to the 
second issue of the world map-chart of “American Flag Services 
in Foreign and Non-contiguous Trades” which, with an accom- 
panying booklet of detailed information, will be ready for dis- 
tribution shortly by the Bureau of Research of the Shipping 
Board. 

No tanker or tramp services are shown, only the lines 
operating vessels on regular schedules in the ocean freight and 
passenger trades being included. 

“The booklet which accompanies the chart contains a list 
of the American flag lines with the names and addresses of 
the operating companies, and the ports touched by each serv- 
ice,” says the bureau. “The foreign and non-contiguous ports 
are grouped by countries, the order in which the ports are 
touched being maintained as closely as possible. Other features 
of the booklet include separate alphabetical lists of the domestic 
and the foreign and non-contiguous ports with the names of 
the lines serving each port. There is also a list of foreign 
countries, territories and islands with the lines operating to 
each. The domestic and foreign ports between which the mail 
contract routes are operative are also indicated. 

“The 82 lines listed in the chart and booklet operate a total 
of 165 separate services, of which 70 are strictly freight, 18 
earry freight and a limited number of passengers, and 77 
engage in both freight and passenger traffic. These lines serve 
64 United States ports and about 600 foreign and non-contiguous 
ports, touching 128 foreign countries, territories and islands, 
providing service for passengers and freight to and from almost 
every civilized portion of the world. 

“The 1930 map-chart was printed in three colors in a size 
suitable for framing, 22x37 inches. The 1931 chart will be 
issued in this size and will also be printed on paper 12x19 inches 
in size, convenient for desk use.” 


TO INVESTIGATE FAILURE TO FILE RATES 
Investigation of the failure of three domestic shipping com- 
panies to file complete schedules of maximum rates charged, as 
provided by section 18 of the shipping act of 1916, was author- 


ized by the Shipping Board April 15. The board’s bureau of 
regulation will institute proceedings against the carriers, who 
are as follows: Dimon Steamship Corporation, New York, op- 
erating in the intercoastal trade; North Pacific Steamship Line, 
San Francisco, operating between San Francisco and Washing- 
ton ports; and the Tosco Steamship Lines, Inc., New Orleans, 
operating between New Orleans and Texas ports. The action 
was taken under authority of section 22 of the shipping act. 


OCEAN AGREEMENTS 


The following agreements filed in compliance with section 
15 of the shipping act of 1916 were approved by the Shipping 
Board April 15: 


Elder Dempster & Company, Ltd., with Quaker Line: Arrange- 
ment for through movement of shipments from United States Pacific 
coast ports of call of Quaker Line to Canary Islands and west 
African ports of call of Elder Dempster & Company, Ltd. Through 
rates are to be the combination of the applicable rates of the parti- 
cipating carriers plus the cost of transshipment at New York. 

Dimon Steamship Corporation with Pacific-Atlantic Steamship 
Company: Agreement providing for operation in joint service in the 
United States intercoastal trade of vessels of Dimon Steamship Cor- 
poration and Pacific-Atlantic Steamship Company under the designa- 
tion of ‘‘Dimon Line.’’ Steamers in the service are to be operated for 
owners’ account by the Dimon Steamship Corporation, which is to 
act as loading and discharging agent at Atlantic and Pacific coast 
ports, for which service it is to receive an agency commission. Dis- 
bursements and freight collections are to be accounted for voyage 
by voyage. 

Munson Steamship Line with Dollar Steamship Lines, Inc., Ltd.: 
Through billing arrangement covering movement of shipments of 
eanned corned beef, in cases, from River Plate, South America to 
Honolulu, with transshipment at New York. The through rate to be 
charged under the agreement is to be based on competitive rates of 
other carriers in the trade and apportioned equally between the 
parties, each of which is to assume one-half the cost of transshipment. 
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The following arrangements of the Calmar Steamship (, 
poration covering shipments moving on through bills of lag, 
have been cancelled and the cancellations approved by 4, 
board: 


Calmar Steamship Corporation with National Navigation Ling 
Kingsley Navigation Company, Ltd., Blue Funnel Line; Osaka Shpo¢, 
Kaisha, Tacoma Oriental Steamship Company, National Navigatis 
Lines, Kingsley Navigation Company, Ltd., Ellerman’s Wilson 


America France Line, Tacoma Oriental Steamship Company, Ameri, i 
tepublics Line, Pacific Steamship Company, Transatlantic Steams, 


Company, Ltd., and North Pacific Australia Line. 


BIDS FOR VESSELS FOR SCRAPPING 


The opening of bids received by the Shipping Board Apr is 


14 for 10 laid-up ships to be sold for scrapping or conversiy 


into barges revealed offers of more than eighty cents a ton .f 
Union Shipbuilding Company, ff 


the scrapping basis. The 


Baltimore, with an offer of $53,293, was high bidder for ‘ 
whole group, although offers of others for some of the veggg 


individually were higher. 

The Schuylkill Transportation Company, of Philadelphi, 
offered $10,000 for the Lake Girth, a 4,155-ton steel freighte 
under a proposition to convert the vessel into a barge for 
on the Delaware River. 
sels, the Conotton, 3,630 tons, the Eastern Chief, 6,772 tons, ay 
the Provincetown, 9,469 tons, the Boston Iron and Metal Cy 
pany, of Baltimore, was high bidder with offers of $3,0129 


In the case of three of the other yw : 


$5,620.76, and $7,589.27, respectively. The total bid of the Buf 


ton Iron and Metal Company amounted to $52,038.51. 
were taken under advisement by the Merchant Fleet Corpor, 
tion for analysis and recommendation for the Shipping Boar! 


NICARAGUAN CANAL AND EARTHQUAKES 
A Nicaraguan canal along the line Brito-San Carlos-Greyton 


The bik 


would not have been damaged by the earthquake that occur} — 


March 31 at Managua, Nicaragua, accoring to a report receii¢= 


by the chief of engineers of the army, Major General Ly 
Brown, from Lieutenant Colonel Dan I. Sultan, officer in charg 


of the Nicaraguan canal survey, and now assisting in the rele 


work at Managua. 
This report, said General Brown, was interesting from z 


engineering standpoint and from the standpoint of the effeg 


such earthquakes might have on the proposed Nicaragua 
canal. 
“A modern city of reinforced concrete or steel buildings ai 


wooden frame residences would have remained standing vit 


repairable damage and the loss of life would have been small’ § 


said the report, referring to Managua. 


“This earthquake was not due to a volcanic explosion, wh 


was due to a local readjustment of underground strata. Th 
direction of the fault line was approximately north and sout 
The earthquake was severe over a small area only, but th 
maximum intensity of the disturbance was centered in the hear 
of the city of Managua. 
resulted to a canal line along the line Brito-San Carlos-Gre 
town.” 


. CONDITION OF EQUIPMENT 


No damage whatever would haf 


Class I railroads on March 15 had 5,989 locomotives in ne] 


of classified repairs, or 10.9 per cent of the number on lit 


according to reports filed by the carriers with the car servith” 


division of the American Railway Association. 
increase of 255 locomotives above the number in need of sit 


This was op 


repairs on March 1, at which time there were 5,734, or ll! : 


per cent. Class I railroads on March 15 had 9,621 serviceabl 
locomotives in storage compared with 9,808 on March 1. © 

Class I railroads on March 15 had 159,662 freight cars = 
need of repairs, or 7.2 per cent of the number on line. TIi 


was an increase of 6,056 cars above the number in need °— 


repair on March 1, at which time there were 153,606, or 6.9 # 
cent. Freight cars in need of heavy repairs on March ! 
totaled 110,700, or 5 per cent, an increase of 874 compared 

the number on March 1, while freight cars in need of ligt 
repairs totaled 
compared with March 1. 


TRANSPORT AND C. OF C. 


48,962, or 2.2 per cent, an increase of 5! 


tsi ar oth d eabadba es atin, 


Transportation problems will be considered at the Si $. 


Congress of the International Chamber of Commerce in Wa 
ington, D. C., May 4-9. A transportation group session will * 
held May 5, at which rail transport, highway transport a 
competition between rail and road will be discussed. At! 


group session May 7 sea transport and distribution will & 


considered. Air transport will be taken up at another stv 
session May 8. The international chamber’s meeting Will fo 
low that of the Chamber of Commerce of the United States’ 
be held at Atlantic City April 28-May 1. 
Woodlock will be one of the speakers at the latter conventle! 
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FIELDS 
ARE GREEN 
AGAIN 


SPRING again has come 
to the Missouri Valley, unmindful of 
the echoes of depressions, untroubled 
by worry, undisturbed by human 
uncertainties. 
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Spring brings growing things to the 
Valley every twelve months — new 
growth and new wealth, a fresh start 
for crops and men and hopes. 


For hundreds of miles in every 
direction from Kansas City the fertile 
soil again is creating and producing 
as if nothing else mattered —a con- 
tagious spirit that is good for the 21 
millions of us who live within a 
stone’s throw of orchards and grain 
fields and pastures. 
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It is the annual start toward an- 
other 3-billion-dollar harvest. 


Kansas City offers many advantages 
to the manufacturer, not the least of 
which is close, wholesome contact 
with this vast producing and consum- 
ing market. 


THE CHAMBER OF COMMERCE OF 


Industrial Committee, Chamber of Commerce, 
Kansas City, Mo.: 

Please send me the Book of Kansas City Facts. I am 
interested in the 


industry. 
Name 
Firm 
Address 


City__ a 


{I saw your advertisement in Traffic World} 











Questions and Answers 


} this column will be answered questions of both legal and practical 


nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to’ refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 
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Damages—Measure of—Where Part of Released Value Shipment 
is Lost or Damaged 


Vermont.—Question: An answer to the following would be 
appreciated. 

Shipments of stone are made into certain territory at a 
released valuation of $2.25 per 100 pounds. A carload shipped 
weighs 40,000 pounds. Therefore, the maximum claim that could 
be made would be $900. One article in the shipment is dam- 
aged and it weighs 1,000 pounds. Can claim for damage on this 
one package be made up to the total released valuation limit 
of the whole shipment, or can claim be made only to $22.50, 
the result from multiplying the weight of the damaged piece by 
the released valuation per 100 pounds? 


Answer: The cases in which damages for loss of or injury 
to articles covered by released ratings are involved fall into 
two classes, namely, those in which recovery for injury or short- 
age was allowed for the actual loss, not to exceed the released 
value of the shipment, and those in which a proportional amount 
of the released value, based on the ratio which the value of 
the goods injured or lost bore to the value of all the goods 
shipped was the measure of recovery. Visanaka vs. Southern 
Express Co., 75 S. E. 962, and Huguelet vs. Warfield, 65 S. E. 
985, are representative of one of the classes, while Stratton 
vs. C. M. & St. P., 168 N. W. 757; Frank vs. Michigan Central 
R. Co., 154 N. Y. S. 701, and Western Transit Co. vs. Leslie & 
Co., 242 U. S. 448, are representative of the other class. 


Some of the cases holding that the amount of the damage, 
not to exceed the released value of the entire shipment, can be 
recovered, call attention to the fact that no ratio of recovery is 
prescribed and that, therefore, it is to be understood that the 
full amount of the damage, not to exceed the released value of 
the entire shipment, may be recovered. See Candee vs. D. L. & 
W., 109 At. 202; Illinois Central vs. H. E. Wilson & Co., 176 S. W. 
1036. Other cases, however, do not mention this factor. See 
Dee vs. S. P. L. A. & S. L. R. Co., 167 Pac. 246. 


Which of the two points of view is correct, in so far as 
transportation by freight is concerned, can only be determined 
definitely by a decision of the Supreme Court of the United States. 
That court has rendered decisions in two cases, namely, K. C. S. 
Ry. vs. Carl, 227 U. S. 639, and Western Transit Co. vs. Leslie 
& Co., 242 U. S. 448, holding specifically in the latter case that 
the ratio basis is the proper one, particularly where the goods 
are homogeneous and seemingly so holding where the goods 
were not homogeneous, i. e., in the case of household goods 
covered by the decision in the Carl case. In that case the court 
said: 


It is difficult not to see, when we read the bill of lading and 
the release, with its note, in the light of the filed rate sheets and 
the rate paid upon the shipment corresponding to the lower of two 
rates upon household goods, that the consignor and the carrier 
mutually understood that these boxes and barrels contained house- 
hold goods of the average value per hundredweight of five dollars. 


It is to be observed that the released rating on household 
goods in the Carl case was $5 per hundred pounds, the court 
holding that the goods were understood to be of the average 
value of that figure, and in effect held that where one box weigh- 
ing 200 pounds, out of a total of two boxes and one barrel weigh- 
ing collectively 400 pounds, the carrier was liable for only the 
value of 200 pounds based on the released valuation of $5 per 
hundred pounds, or 5 cents per pound. 

Where goods are damaged the method for determining the 
amount of the loss under the ratio theory is to determine the 
ratio of the released value to the actual value and apply this 
ratio to the actuaal damage to the shipment. 

The two views as to the measure of damages for injury 
to a shipment are comprehensively set forth in the case of 
Castner vs. O. W. R. & N. Co., 155 Pac. 167. 

Our conclusion is that, if the question is presented to the 
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Supreme Court of the United States, it will hold that where 
article moving under a rate or rating which carries a relea; 
valuation is damaged, the basis of recovery is the ratio whig 
the actual depreciation in the value of the article bears to the 
released value of the article, arrived at by determining 4, 
ratio of the released value to the actual value of the article ani 
then using this per cent to determine the amount of depreciatiy, 
based upon the released value of the article by applying thi 
ratio to the actual depreciation in the value of the article, 
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Transit Privileges—Conflicting Provisions in Bill of Lading Cp), 
ering Movement from Transit Point 


Georgia.—Question: A tank of cottonseed oil was shippy 
from E to A via route 1, junction M, thence to destination ; 
The oil was refined at A and subsequently reshipped to destin, 
tion J. The through rate from E to J direct via route 1 ay 
connections is 47 cents per 100 pounds. The carriers now clip = 
the through rate from E to J via route 1, junction M, route; 
refinery point A, route 3, junction L, thence back to route; 
junction R, and connections is 54% cents per 100 pounds. Ty 
mileage from E to J via refinery A is 1,077 miles when rout 
via route 1 direct to J, and via R junction and connections ; 
989 miles. There is no dispute as to the inbound rate from} 
to A, yet the carriers contend the through rate when reshipny i 
from A to J via route 3, junction L, and route 1 and connectio, 
is 541% cents per 100 pounds, or a difference of 7% cents pe 
100 pounds, by being routed via refinery A. Route 1 does ny 
come into refinery destination A, and it appears since E is, 
local station on route 1 and that route 1 can haul to junctiy 
R and connections to J, which is a longer haul than when routs 
from E to J via refinery A via routes 1-2-3 and back to route! 
and connections. 


The outbound bill of lading on the refined product to! 
using inbound oil from E was fully routed, all rates being show 
in detail, which was accepted by the terminal carrier. We thin 
in case the rate was not applicable the terminal carrier at 4 
should have refused to sign the bill of lading when presente 
and as the matter now stands we contend the carriers ar 





. estopped from calling on us for an alleged undercharge ani 


should work the matter out among themselves. 


Answer: We are unable to locate a case specifically i 
point, but do not consider that the situation is materially dif 
ferent from that involved in Northwestern Traffic & Servic 
Bureau vs. C. & N. W. Ry. Co., 80 I. C. C. 81. In that case: 
shipment was consigned to Vesta, Minn., and while en route tp 
that point, but standing at Sanborn, Minn., the consigne 
requested the carrier’s agent to divert the car to Darfur, Min. 
“with the understanding that diversion should not be mat 
unless the through rate could be protected.” The car was ii 
verted to Darfur, but the through rate could not be protects 
via that route. The Commission said that the failure of tk 
carrier to comply with the condition about protecting th 
through rate, which condition was given along with the instru 
tion to reconsign, did not constitute a violation of the interstat: 
commerce act. It also stated: ‘Every shipper is bound to tak 
notice of the terms and conditions of the tariffs governing li 
shipments.” 

Our view is that when the rate and the route are inserit 
in the bill of lading, whether at transit point, where an exchal 
bill of lading is issued, or at original point of shipment, tl 
carrier is within its rights in following the routing instruction 
disregarding the rate if it conflicts with the route, else the dot 
trine that the shipper and carrier are equally charged wif 
knowledge of the tariffs, rates, and routing limitations, has 1 
foundation. Section 6 of the act prohibits the carrier from 
sessing other than the rate applicable via the route directe 
by the shipper, and section 15 of the act gives the shipper tlt 
right to select his route. If the shipper must take notice 0 
the tariff limitations, as the Commission holds he must, in tl 
reconsignment cases where the element of conflict between tl 
rate and route and the ambiguity of the shipper’s instructio® 
is just as great as where conflicting instructions are issu 
at the point of origin, he is charged with knowing his rates ant 
routes at the original point of shipment. The shipping contra‘ 
signed by both the shipper and the agent of the carrier, in sit! 
cases contains a provision that is lawful and enforceable, thi 
is, the routing instruction, but in view of the law requirii® 
adherence to the tariff publications and the application of the 
rates to routes authorized by the tariffs the information giv@ 
in the bill of lading as to rate to be protected is unlawful al 
must, for that reason, fail. The shipper and the carrier are” 
pari delicto when they agree to the application of a rate via! 
route which is not authorized by the tariff. The courts and th® 
Commission hold that they are equally charged with knowleds 3 
of the rates and their applications. This being true, the em 
is as much that of one as the other. This is recognized in the 
reconsignment cases, but generally not as to ambigous shippits 
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TEAMSHIP LINES 


ACH year more and more steamship lines establish service to and from the Port of Norfolk. 
E Ship owners recognize instantly the safety of Norfolk’s wide, storm-proof anchorage. Its 
nearness to the open sea saves coal. Its nearness to the producing centers means ready 
cargoes. Its freedom from serious fogs and snows is in happy contrast to the stormy, tortuous 
approaches of less fortunate ports. Norfolk’s equable climate (means annual temperature 59.4 
degrees) means maximum movement of traffic the year ’round. 


At the present time, more than 50 steamship lines give frequent and regular sailings from 
Hampton Roads to world ports. These are: 


To Unitep Kincpom To FRANCE To Dutcu East Inptes 


American Hampton Roads Line. America-France Line. Java-New York Line. 

Atlantic Transport Line. French Line. 

Bristol City Line. a 7 To Far East To THE MEDITERRANEAN 

The Cunard Steamship Company, Ltd. ‘ 

Manchester Liners, Ltd. American Manchurian Line. —-_ ow ort Lines. 

Johnston Line (Virginia Service). — — — Navigazione Libera Triestine (Libera Line). 
Leyland Line. The Barber Line. Odero Line. 


Oriole Lines. Blue Funnel Line 
To SCANDINAVIA and Ba.tic Isbrandtsen-Moller Co., Inc. To Austratia and New ZeAaLanp 


i “K’’ Line, ‘ 
American Scantic Line. Kerr Steamship Co., Inc. sontne oot —~ gt = Ltd. 


Norwegian American Line. i Line. 
Scandinavian American Line. “a Roosevelt Steamship Co., Inc. 
Swedish American Line. Osaka Shosen Kaisha. Tol 
Wilhelmsen Line. Panama Far East Line. © snetA 

To GERMANY Prince Line. American and Indian Line. 
po Line. To THe CARIBBEAN Roosevelt Steamship Co., Inc. 
Hamburg American Line. Atlantic Navigation Company. To SoutH AMERICA 


North German Lloyd. Mallory Transport Line, Inc. 
Yankee Line. Munson — American Republics Line. 


To BELciuM a Steamship Corp. ea 
. . Bull Line. 00 ne. 
i ene Line. Whitehall Steamship Company. Garcia Diaz. 
a Lamport and Holt. 
To HOLLAND To CuBA Moore and McCormack. 


American Diamond Line. Munson Line. Munson Line. : 
Holland America Line Atlantic Navigation Co. Ocean Dominion Steamship Corp. 


Norfolk’s natural advantages and facilities as a Port demand the attention of all shippers, 
manufacturers, and carriers who are interested in moving merchandise with Speed, Safety, 
and Economy. Detailed information will gladly be furnished. 


NORFOLK PORT-TRAFFIC COMMISSION, Norfolk, Virginia 


HiP—)z PORT: NORFOLK 


Write for illustrated booklet and further 
information on the Port of Norfolk. 


(Ad Bd. N-P of C Adv.) 
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instructions at the point of origin. We are unable to reconcile 
the two doctrines. 

In Milne Lumber Co. vs. V. S. & P., 142 I. C. C. 167, the 
Commission found that neither the agreement to protect a rate 
nor the act of forwarding a shipment contrary to a shipper’s 
instructions justify charging other than the applicable rate, and 
that such facts do not constitute a violation of the act. The 
reconsigning cases seem to be, to this extent, in accord with 
the tariffs, section 6 of the act, and the constructive notice 
doctrine, and, following these principles, our view is that the 
shipper who shows a transit balance in his outbound bill of 
lading that conflicts with the routing shown, or vice versa, has 
no valid claim against the carrier. If he had checked his tariffs 
carefully he would have known that the through rate could not 
apply via that route. Whether it is an original shipment or a 
transit shipment, we think the same principles govern. The 
transit bill of lading is merely a substitute for the one issued 
at original shipping point, the substitution being brought about 
by reason of novations desired in the original shipping contract 
to permit change of some of the contracting parties, and a 
change in destination, etc. 

Notwithstanding the foregoing, however, in Gibson Fruit Co. 
vs. C. & N. W., 21 I. C. C. 644, quoted with approval in Empire 
Lumber Co. vs. Director-General, 88 I. C. C. 424, the Commission 
held that a conflict between rate and route inserted in a recon- 
signing order imposed the duty upon the carrier to ascertain 
from the shipper whether the rate or the route was to be pro- 
tected and, failing in this, reparation was awarded. Following 
this case, reparation should be awarded in the situation de- 
scribed in the question. 


Liability of Carrier for Damage to Property Adjacent to Private 
Sidetracks Resulting from Carrier’s Operation on Such 
Track 
Ilinois—Question: Will you kindly assist us in determin- 

ing our rights under the following circumstances: 

In March of 1930, just after a heavy snowfall, a loaded 
freight car being handled on a switch track leading into one 
of our properties was derailed and crashed into the corner of 
a building, damaging it to an extent that cost us nearly $400 
to repair. 

On presenting claim to the carrier same was refused on the 
plea that the derailment occurred on our own track and while 
the latter was covered with snow. The building damaged was 
part of a plant which is reached by a switch connection from 
the main lines of the X Railway, which connection is quite long. 
Leading off the main line it crosses a public thoroughfare and 
enters our plant between two buildings rather close together. 
The portion of the switch which is our property begins with 
the near side of the public thoroughfare and extends in a curve, 
probably 200 feet into our property. 

The foreman of our plant which was damaged alleges that 
the car was operated at an excessive speed, but the railway 
company, in refusing our claim, makes no mention of any cir- 
cumstances except the fact that the track was covered with 
snow. 

We have made an extensive search among authorities avail- 
able to try to determine the carrier’s responsibility in this mat- 
ter without finding anything applicable. 

Answer: As a rule, the operation of a carrier over a side- 
track serving an industry, whether the tracks are located on 
the property of the carrier or on the property of the industry, 
is covered by a sidetrack agreement under which the carrier 
requires a release or indemnity from the industry against loss 
or damage to property of the industry resulting from the opera- 
tion of the carrier’s trains on such tracks. See, for instance, 
West Virginia Pulp & Paper Co. vs. B. & O., 84 S. E. 334; May- 
field vs. Southern Railway Company, 67 S. E. 132; Porter vs. 
N. Y. N. H. & H. Ry. Co., 91 N. E. 875; Chickley vs. Illinois 
Central, 100 N. E. 942, and Bates Coal Mining & Mercantile Co. 
vs. Mo. Pac. Company, 296 N. W. 1097. 

In the latter case it was held that a provision of the con- 
tract between the coal company and the railroad which con- 
structed a private switch, under which the company agreed to 
release the railroad from liability for injury to its property 
by the railroad company while operating locomotives and cars 
on such track, exonerated the railroad from liability for injury 
to a tipple and loading chute due to negligent switching of a 
box car over a private switch. 

In the event that your company has executed a sidetrack 
agreement of the above nature, necessarily the carrier’s liability 
would be governed by the provisions thereof, if given effect by 
the court in which suit were brought against the carrier. 

We can locate no case dealing with the question where 
there are no contractual provisions. Seemingly, however, a 
carrier would be liable for negligence in the operation of its 
locomotives and cars on such a track in the absence of a con- 
tractual provision, but would not be liable where the injury 
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resulted from the failure of the owner of the sidetrack to maip. 
tain the track in safe operating condition, if proper maintenance 
of the track devolves upon the owner thereof. 


Tariff Interpretation 


Kansas.—Question: Please give us your interpretation of 
item 990-D, note 3, paragraph (a), of supplement 42 to U. p 
Tariff 3050-F, I. C. C. 3722. Some carriers contend that, if , 
shipper orders a car of 60,000 pounds’ capacity and the carrier 
furnishes a car of greater capacity and the shipper uses this 
car and loads 78,000 pounds into an 80,000-pound capacity ¢ar 
or 90,000 pounds into a 100,000-pound capacity car, the minimum 
weight applicable to the shipment is the marked capacity of 
the car. I am unable to find their authority for this. If yoy 
can refer us to any decision of the Commission which comes 
within the scope of this situation, we would appreciate it. 

Answer: The provisions in question, of the tariff to which 
you refer, read as follows: 


(a) Except as noted in paragraph (b) of this note, when carrier 
cannot furnish car of capacity ordered by shipper, and for its own 
convenience furnishes a car of greater capacity than the one ordered. 
such car may be used on the basis of the minimum weight applicable 
to the car ordered by the shipper, but in no case less than actua] 
weight; the capacity of car ordered, number and date of the order 
to be shown in each instance upon the bill of lading and carriers’ 
waybill. 

(b) When shipper orders for bulk grain loading a car of marked 
capacity less than 60,000 pounds and carrier furnishes and shipper 
uses a car of greater capacity than ordered, the minimum weight on 
grain listed in paragraph (1) shall be 60,000 pounds, but not greater 
than the marked capacity of car furnished; and the minimum weight 
upon oats, ear corn and other commodities listed in paragraph (2) 
shall be 48,000 pounds, but not greater than 80 per cent of the marked 
capacity of car furnished. 


As we interpret the provisions of paragraph (a) of note 3, 
the actual weight of the shipment and not the marked capacity 
of the car furnished by the carrier in lieu of the car ordered by 
the shipper, is the basis upon which charges should be assessed 
under the facts stated by you. 

We can locate no case specifically in point. 


Transit Privileges—Charges Applicable Where Shipment Occu. 
pied Two Cars Into and One Car Out of Transit Point or 
Single Car Inbound and Double Cars Outbound 


Maine.—Question: Rule 10 of our transit agreement reads 
as follows: 

When milled product in straight carloads is forwarded from stop- 
off-point, freight charges will be assessed at the carload tariff rate 
from original point of shipment to final destination on the date ship- 
ment was forwarded from original point of shipment on the actual 
— reforwarded from stop-off point subject to tariff minimum 
weight. 

Refund of inward charges will be made on the basis of the actual 
outward weight but not less than the tariff minimum weight. 

The rates from original point of shipment to the final destination 
shall not be less than the rates from point of origin to transit point. 


We reship a double load of poles too long for one car and 
requiring a trailer to protect, using a single inbound billing 
for cancellation of tonnage. The tariff rate from point from 
which this bill applies requires a 20 per cent increase for double 
loads over the single car rate, which the railroad at the transit 
point charges us and refunds us on the single car basis rate, and 
vice versa. If we apply a double inbound bill against a single 
outbound shipment the railroad charges us the single car rate 
from point of origin to final destination and refunds us a double 
carload rate, which in some cases is more than the cost of the 
out shipment. 

We contend that the railroad, to make it fair for both ship 
per and carrier, should refund on the basis of the through rate, 
as when they charge us a double car rate from point of origin 
to final destination, when in reality the double car has moved 
only from transit point, they are charging for services not per: 
formed. Please give us your opinion. 


Answer: We locate no cases specifically in point, but in 
Transit Privileges on Hogs at Watertown, S. D., the tariff per- 
mitted hogs to be stopped in transit for double-decking and 
consolidating. Hogs reached the transit point in single-deck 
cars and were consolidated two or mcre shipments into a single 
double-deck car outbound. The Commission held that under the 
rules the through double-deck rate applies on shipments moving 
inbound in single-deck cars and outbound in double-deck cars. 

It is a well settled principle of transit that there are tW0 
representations made when transit is claimed; one that the 
inbound commodity is resuming its temporarily interrupted 
journey to ultimate destination, and the other that the ship 
ment offered for outbound movement covered by a particular 
inbound bill is representative of that inbound freight bill, or of 
the shipment which moved inbound. Were it not for the rule 
in the transit tariffs permitting loss of identity at transit poitl 
the shipment outbound would have to be the same that moved 
inbound. Because of the impracticability of preserving identity, 
the rule is that the freight bills surrendered must be repre 
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sentative of the outbound shipment and the outbound shipment 
must be representative of the inbound. 

In case of a double-deck car or other kind of shipment out- 
bound or subject to a higher minimum than the inbound move- 
ment would require if there were no change at the transit point 
affecting the minimum, where a freight bill applicable to a 
shipment of less minimum is surrendered, if the higher mini- 
mum is greater than the actual weight of the inbound shipment 
covered by the surrendered freight bill, or if the actual weight 
of the outbound shipment is greater than the actual inbound 
weight, a deficit as to the inbound movement is created. Such 
an outbound shipment is not representative of the inbound move- 
ment. Forty thousand pounds of actual weight inbound will 
not authorize protection of the through rate on a greater amount 
outbound; neither will it authorize protection of the through 
rate on a higher through minimum, unless specifically author- 
ized in the tariff; nor may freight bill tonnage from other ship- 
ments be surrendered to make up the inbound deficit thus 
created, unless the transit tariff so provides. Non-application 
of Transit Privileges, 69 I. C. C. 19. 

To overcome this transit tariffs frequently provide that if 
the actual weight from transit point is less than the through 
minimum weight, freight bills may be surrendered to cover 
the deficit, and if the actual weight of the car inbound is less 
than the through minimum or less than the actual weight out- 
bound representative freight bills, or portions of the amount 
covered by such bills covering other inbound shipments may 
be surrendered to cover. The purpose of these rules is to pro- 
test the highest of the through minima, on the commodity 
inbound or the shipment outbound, and to protect the through 
rate on the highest actual weight involved. Only by the pro- 
tection of the higher minimum and the higher weight can the 
integrity of the through rate be preserved. The larger will 
absorb the smaller, but the smaller cannot absorb the larger. 

Unless the actual weight of the poles outbound in double 
car shipments equals the through minimum on such shipments, 
the excess in the minimum, as fixed by the outbound shipment 
over the minimum governing the inbound shipment, must be 
charged as the flat rate from transit point to destination, unless 
the tariff contains a rule to the contrary. If the tariff spe- 
cifically provides for such change of minimum at the transit 
point, then, according to the hog transit case above cited, the 
higher through minimum will control when the shipment out- 
bound is subject to a higher through minimum than the ship- 
ment inbound would be if not changed in transit. 

When the shipment requires two or more cars inbound 
and only a single car outbound is used, the surrender of a 
two-car freight bill carrying a higher actual weight basis is not 
representative of the outbound movement, or vice versa. Unless 
the tariff provides for splitting that freight bill so that only 
a portion of it may be used to match the outbound shipment 
that freight bill has, in our opinion, no application to the out- 
bound shipment. We do not believe the carrier can lawfully 
refund to the shipper all he paid into transit point in excess 
of the amount of tonnage going out. If the tariff provides for 
split credits, the excess should be held in transit records for 
use on a subsequent car, and, if not so used, must be canceled. 


Definition of “Tank Cars’’—Multiple-Unit Cars 


INlinois—Question: Will you kindly let us have your opin- 
ion as to whether or not case as cited below is a just one, and 
if we are entitled to refund? 

On October 10, 1930, we shipped from Cushing, Okla., to 
Arlington, S. D., tank car having two compartments, one com- 
partment containing petroleum refined oil and the other con- 
taining gas oil. 

Destination agent collected freight charges by using the 
refined oil rate on both compartments, subject to the estimated 
weight of 7.4 pounds per gallon. Carrier contends that this is 
correct and in accordance with item No. 10 of J. B. Johanson’s 
Tariff No. 125-F, I. C. C. 2205, which reads as follows: 


Mixed carloads of petroleum, and petroleum products, and other 
articles named in this tariff will be charged at the highest carload 
rate applicable on any of the articles loaded in the car and the 
—— weight will be the highest provided for any of the articles 
n the car. 


We believe that this item applies on box car shipments only, 
and does not apply on tank cars where two compartments are 
fastened to one underframe, making said car, to all intents and 
purposes, two cars. We also believe that carriers are only 
entitled to charges based on the shell capacity of each of the 
compartments, subject to the carload rate and estimated weight 
on each of the oils so loaded. 

Answer: Our view is that the type of car described is a 
tank car and does not consist of two tank cars; also that the 
mixed carload rule not being restricted to box cars, though 
most commonly applied to such cars, would apply on a mixed 
shipment moving in a tank car. We see no need of changing 
the rule every time a new type of car is brought into use to 
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which the rule, sufficiently comprehensive in its terms, Coul, 
reasonably be applied without making any change in jt, h 
Mathieson Alkali Works vs. B. & O. R. R., 85 I. C. C. 728, and 
Definition of Tank Cars, 104 I. C. C. 196, the carriers contengy 
that multiple-unit cars were not tank cars, but that the tan, 
were containers and the weight of which was subject to the 
assessment of freight charges like any other containers, Th 
Commission held that such cars constitute “tank cars” ay 
suggested to the carriers that they should publish a definitic, 
of what constitutes “tank cars.” The carriers did this in Sup 
plement to the three major classifications, effective July \ BR” 
1925, but stated in the definition that the tanks were to ,— 
permanently attached to the car. The Commission held th 
restriction unreasonable, and the definition was canceled fro, 
the classification, and none substituted. 

G. P. Conard’s Equipment Register, March, 1931, editio, 
page 1036, contains definitions of different types of tank cay 
among which we note type “TMU—a car equipped with holder, 
other than glass lined, for the transportation of gas and liquids’ 

We do not think there is any doubt now that a multiple; 
car is a single tank car. Some of them have several differey 
units and we hardly believe it would be held that each yi 
would be considered a separate carload. In most cases perhay 
it would aggregate such great freight charges, in the case 
different liquids being shipped at the same time, especially wha 
the units are small (as, for instance, one-ton capacity), as t 
be prohibitive. It would seem more reasonable to treat then 
as mixed carloads and to rate them accordingly. We think tha 
in any event it is unreasonable to charge more than would bk 
aggregated by treating the different articles as separate carloaj 
shipments, subject to the established carload rate and minimum 
weight, but not using the tank capacity of such small units jp 
determining the minima. 


PACIFIC COAST BOARD 


In 1930, according to G. A. Leithner, district manager, 
American Railway Association, San Francisco, 1,834,394 carloads 
of revenue freight, including 316,385 cars of perishables, were 
loaded in California, Arizona, Nevada and New Mexico, the ter 
ritory of the Pacific Coast Transportation Advisory Board 
This was a decrease of 11.1 per cent compared with loadings in 
1929, and 10.9 per cent compared with 1928. “In January, 1931) 
continues the statement, “carloadings showed a healthy in 
crease over January, 1930. A total of 125,308 cars were loaded, 
an increase of 8.6 per cent over last year. This increase con 
sisted of commodities such as grain and grain products; live 
stock; forest products; merchandise, L. C. L.; perishables; and 
shipments of miscellaneous commodities comprising cannei 
goods, cement, machinery, iron and steel, brick and clay prod: 
ucts, beans and seeds; automotive products, chemicals, exple 
sives packing-house products, and sugar. 

In February, 1931, however, carloadings amounted to 102; 
489 cars, a decrease of 16.6 per cent compared with February, 
1930. As a result, the loadings for the first 60 days of 1931 
amounted to 227,807 cars, as compared with 238,294 in the same 
period of 1930, a decrease of 4.4 per cent. This decrease is 
notable in loadings of live stock, coal and coke, forest products, 
ore, and gravel, rock and sand. The loading of perishable prod 
ucts moving in refrigerator cars in this first 60-day period 
amounted to 34,861 cars, an increase of 5.8 per cent over 1930, 
made up largely of a 46.4 per cent increase in the loading 
of oranges and 89.7 per cent increase in lemons.” 

Based on the various commodity and commercial contact 
committee reports of the board, the prospects for the second 
quarter of 1931 is good, it is stated. In April, May and June, 
1930, total loadings in the territory amounted to 390,987 cars. 
Compared with this estimates of the various committees 
representing every major industry, indicate a probable car 
requirment of 404,942, an increase of 3.6 per cent over the actual 
loading in the second quarter of 1930. With the exception of 
hay, iron and steel, forest products, packing-house products, and 
rice, all industries contemplate increased carload movement it 
the coming quarter, according to the reports. 
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INDUSTRIAL TRAFFIC MANAGEMENT 


More than 16,000 copies of ‘Industrial Traffic Management,” 
issued by the Department of Commerce as the result of the 
study of industrial traffic management made at the suggestiol 
of the Associated Traffic Clubs of America, have been 
according to officials of the department. 

To meet the demand for copies of the publication thé! 
Superintendent of Documents of the government printing offic 
is planning to print 11,000 additional copies. The publica oe 
has established itself as one of the department’s “best sellers. 
Copies may be obtained for 30 cents each from the Superit 
tendent of Documents, Washington, D. C., or from the distrie 
offices of the Department of Commerce. 
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F your business program demands that you look for new markets, search the market to the far, far 
west! Look at the Orient, with a view to finding there new and greater markets. Examine with a microscope 


ard. as it were, the people, their habits and the work in that territory of other American manufacturers. 
3 in 

31, 

2S You'll find in the Orient ONE-HALF BILLION PEOPLE (500,000,000). 

ws You'll find them eager to buy American merchandise. You'll find moneyed 

ive people in the cities and retail outlets that rival any in the world. 


And you'll be pleased with your findings. For the Orient, to progressive shippers, constitutes the world’s 


j greatest future market. Examine the Orient! Do business there! It is NOT difficult! Then when you 
a make your shipments, make them VIA SEATTLE. IT’S THE SHORTEST, MOST ECONOMICAL, 
931 AMERICAN ROUTE. 
me 

18 
- Seattle is the terminal for six great transcontinental railroads, a regular 

iod port of call for 142 trans-Pacific and around the world steamship lines. 
~ You'll save time, which means saving money, if you ship VIA SEATTLE. 

y More than $10,000,000 invested in public terminals to house and facilitate 
act the handling of tonnage through the Port of Seattle. 







its nearest port in the United States. Write Port of 


Write today for free information about the Orient and 
Seattle, Bell Street Terminal, U.S. A. 
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- {ORTROUTE SHIP VIA NEAREST AMERICAN PORT TO THE ORIENT 
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une of the Traffic Clubs 





H. E. Hollander, president, Hollander Moving and Storage 
Company, Chicago, was the speaker at a luncheon of the Traffic 
Club of Minneapolis at the Nicollet Hotel April 16. A bridge 
party was held in the club rooms April 13 and, on April 14, mem- 
bers of the club were guests at a luncheon of the Northwest 
Foreign Trade Club at the Radisson Hotel. 





The third annual dinner of the Transportation Club of 
Terre Haute will be given at the Hotel Deming April 22. Edward 
C. Elliott, president, Purdue University, will be the guest of 
honor. John M. Fitzgerald will be toastmaster. 





The Junior Traffic Club of St. Louis held a meeting at the 
Mark Twain Hotel April 14. The club will be in charge of the 
program at a luncheon of the Traffic Club of St. Louis at the 
Jefferson Hotel April 20. Orville Livingston, St. Louis Credit 
Men’s Association, will be the speaker. A bridge and bunco 
party will be given at the Town Club April 22. 





“Industrial Night’ was observed by the Pacific Traffic 
Association at the Palace Hotel, San Francisco, April 14, with 
Coleman Cox, nationally known speaker and publisher, and Hal 
Remington, manager of the transportation department, San 
Francisco Chamber of Commerce, as the speakers. 





The Cincinnati Traffic Club has appointed the following 
delegates to the semi-annual meeting of the Associated Traffic 
Clubs of America at Chicago: Theo. Davis, secretary-manager, 
Lumber Traffic Association; C. W. Memke, traffic manager, 
Edwards Manufacturing Company; F. H. Bremer, general agent, 
Grand Trunk-Canadian National, and John W. Dale, general 
agent, Railway Express Agency. The following alternates have 
been appointed: F. E. Luebbe, traffic manager, Kroger Grocery 
and Baking Company; E. C. Rentz, traffic manager, Globe- 
Werneke Company; G. C. Marquardt, assistant foreign freight 
agent, C. & O., and Robert McDowell, general agent, Southern 
Pacific. 





The Traffic Club of Dallas held a meeting at the Palm 
Garden April 13. 





The Traffic Club of Cleveland will hold its bi-monthly meet- 
ing at the Hotel Cleveland April 27. A part of the meeting is 
to be set aside as a testimonial to seven members transferred to 
other cities. The seven are as follows: A. E. Bourne, Western 
Maryland; V. H. Bradford, Western Maryland; L. H. Geller, Erie; 
J. W. Graham, Nickel Plate; F. R. Shepard, Canada Steamship 
Lines, Ltd.; E. H. Smith, Burlington, and F. T. Sturtevant, B. 
& O. 





G. J. Wulff, agent, Nickel Plate, will represent the Ft. Wayne 
Transportation Club at the semi-annual meeting of the Asso- 
ciated Traffic Clubs of America at Chicago in May. 





The Traffic Club of New Orleans held a “benefit luncheon” 
for the unemployed at the St. Charles Hotel April 6. There 
was an attendance of 225. S. M. Smallpage, executive secretary, 
New Orleans Welfare Committee, was the speaker. The club 
turned two hundred dollars over to the committee. 





“The importance of transportation as a factor in produc- 
tion and distribution is so great—representing as much as 25 
per cent of the total expenditures in the average business—and 
there are so many changes being made now in the facilities, 
practices, and policies, with new problems arising daily,” says 
a letter sent out to a large number of business concerns by 
the Birmingham Traffic and Transportation Club,” that, in this 
era of change, the users of transportation can best protect their 
own business by taking an active and intelligent interest in 
these developments. Of course adequate transportation is quite 
as important to business as are the rates charged.” 





The Transportation Club of Louisville has appointed the 
following delegates to the semi-annual meeting of the Associated 
Traffic Clubs of America at Chicago: W. J. Kinney, district 
freight and passenger agent, Southern Pacific; W. J. Ryan, 
traffic manager, American Tobacco Company; W. A. Gates, 
traffic manager, W. P. Brown and Sons Lumber Company, and 
W. H. Robinson, assistant general freight agent, Monon. The 
following alternates have been appointed: W. T. Vandenburgh, 
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commercial agent, Seaboard Air Line; C. H. Ryan, gene, 
freight agent, L. & N.; A. M. Stephens, traffic manager, Standa; 
Oil Company, and R. S. Russell, traffic manager, New Albay, 
Veneer and Panel Company. The club will have a “Ladies’ gy. 
prise Night” at the Pendennis Club April 23. There wil] , 
dancing and a midnight supper. ’ 


Vv. L. Sage, sales manager, Commercial Gas Compan 
demonstrated the mysteries of liquid air at a luncheon of t, 
Transportation Club of St. Paul at the Hotel Lowry April , 





Tentative arrangements have been made by the golf eo, 
mittee of the Miami Valley Traiic Club for the coming seagy, 
The first tournament will be held at the Dayton Country (jy; 
Dayton, O., April 30. 





The Iudustrial Traffic Club of San Francisco held a meeti, 
at the Commercial Club April 14. Subjects on the docket } 
cluded discussion of diversion rules and charges, Consolidate 
Classification docket 45, and a number of state legislative pj 
affecting transportation. 





The Transportation Club of Decatur will give a “farewel 
dinner for J. W. Phipps, Jr., recently appointed division freigy 
agent of the Baltimore and Ohio at Baltimore, Md., at the Hoty 
Orlando April 23. 





“Athletic Night” will be held by the Traffic Club of Ne 
England at the Copley-Plaza Hotel April 21. 
ing and wrestling matches have been scheduled; dinner will 
served and there will be music. 





At a meeting of the Traffic Club of Sioux City April 15 x 
the Chamber of Commerce, Howard Wilson, president of th: 
Wilson Silver Fox Farm, was the speaker. 





The Providence Traffic Club will give its annual dinner z 
the Narragansett Hotel April 27. Dinner will be served an 
there will be an elaborate piogram of entertainment. A. ] 
Brosseau, president, Mack Trucks, Inc., will speak on “Tr 


Motor Truck—Where Is It Going?” W. B. Spencer, president if 


the club, will be toastmaster. 
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The Traffic Club of St. Louis will hold its annual electing 





April 28. 


T. M. Mulderig, traffic manager, Evens and Howari 4 


Sewer Pipe Company, has been selected by the nominating cor- a 


mittee as the presidential candidate. 









J. A. Wagner, general manager, Des Moines Union Railway 


Company, will be the speaker at a meeting of the Transport: 
tion Club of Des Moines at the Younkers’ Blue Room April ? 
Cards and a “smoker” will follow the meeting. 





At a luncheon of the Traffic Club of Kansas City at th 
Baltimore Hotel April 13, H. Roe Bartle, scout executive, Bo 
Scouts of America, spoke on “The American Challenge.” 








An indoor golf tournament and bridge party will be giv 


by the Junior Traffic Club of Chicago at the Allerton Cli 
April 23. 





The subject chosen by Carl R. Gray, president of the Uni 
Pacific, for his address at the dinner of the Associated Trafi 
Clubs of America May 6 is, “The Human Equation in the Ra 
road Business.” 





The Traffic Club of Newark, the latest addition to the met 
bership of the Associated Traffic Clubs of America, will set 
as delegates to the association convention in Chicago the follo® 
ing members: H. Hildebrand, C. E. Tinney, J. T. Sasso, A! 
Davis and J. Dowling. 





The Traffic Club of Tulsa has appointed the following de! 
gates to the convention of the Associated Traffic Clubs ° 
America in Chicago next month: C. J. Payton, H. W. Roe, AE 
Evans and H. D. Driscoll. 





The Traffic Club of Ft. Worth observed “Fort Worth a 
Denver City Railway Company Day” April 16 with a lunched 
at the Blackstone Hotel. 





The Motor City Traffic Club of Detroit will have a dinné 
dance at Fort Shelby April 20. 





At a meeting of the Traffic Study Club of Akron, April 
F. J. Peters, chief inspector of demurrage, Erie Railroad, Jane 
town, New York, delivered an address on car service % 
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WILL ALWAYS 


E may enjoy adventures in experi- 

ment - - but business success is 
founded on experience. Traffic man- 
agers no longer experiment with routes 
or services - - nor with facilities that 
are not up to present day standards. 
Experience has taught them that there 
is no such thing as “a pretty good egg.” 


The Norfolk and Western Railway 
demonstrates daily that its dependable 
freight service has passed the experi- 
mental stage. Its roadbed is second to 
none. Its locomotives are of gigantic 
size. Its freight equipment is varied 
and properly maintained. 


The Traffic World 


JEXPERIENCE 


OUTDISTANCE 


All of the railroad’s facilities, its 
fast freight and passenger schedules; 
its safety records and standards evi- 
dence experience. Last, but far from 
least, the estimation in which the Nor- 
folk and Western Railway is held by 
both shippers and receivers of freight 
is a tribute to experience - - and many 
years of pleasant contact. 


A word to the nearest Freight 
Traffic Department representative of 
the Norfolk and Western Railway will 
further justify the statement that experi- 

ence will always outdistance 

experiments. 


NORFOLK AND WESTERN RAILWAY 


ROANOKE--: VIRGINIA 
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demurrage. At the conclusion of the meeting, H. O. Swift, presi- 
dent of the club, announced the appointment of an auditing and 
nominating committee, as well as a committee on arrangements 
for the twelfth annual dinner to be held on May 11. The next 
meeting of the club, April 27, will be addressed by H. H. Lippold, 
district freight agent, Pennsylvania Railroad, Akron, Ohio, on 
“The Eastern Class Rate Case.” 





The Bridgeport Traffic Association, under the leadership of 
J. C. Coffey, ticket agent of the N. Y. N. H. and H., will discuss 
“passenger transportation” at a meeting the evening of April 
20 at the University Club. 





The Omaha Traffic Club will give a dinner April 23 in the 
ballroom of the Paxton Hotel for Warren W. Brown, past presi- 
dent, who has just been appointed general agent of the Nickel 
Plate at Pittsburgh and leaves to assume his new duties the 
latter part of next week. This dinner takes the place of the one 
originally planned for the same night at South Omaha. 





The Traffic Club of New York will hold its first bridge party 
of the year April 21 in the club rooms at the Park Central Hotel. 





A joint meeting of the Tri-State Traffic Club and the Cham- 
ber of Commerce of Coffeyville, Kan., will be held April 28 at 
Coffeyville. There will be a golf tournament in the afternoon at 
Hill Crest Country Club and a dinner at the Dale Hotel in the 
evening. The speaker will be H. Lee Jones, assistant to the 
president of the United Life Insurance Company, Salina, Kan. 
There will also be a program of entertainment. 





The Traffic Club of Houston will be represented at the May 
convention of the Associated Traffic Clubs of America by J. J. 
Shaw, president of the club, and I. L. Frye, G. A., Pennsylvania 
Railroad, as delegates, and E. G. Armer, traffic manager, Gordon 
Sewell Company, and J. F. Hennessey, Jr., E. G. A., M. K. & T. 
Ry., as alternates. 


COMMISSION PRACTITIONERS 
The following have been admitted to practice before the 
Commission: Clyde M. Abbott, Cincinnati, O.; Arthur E. Aldrich, 
Denver, Colo.; Walter A. Bolinger, Washington, D. C.; Abner 
Wolcott Brown, San Francisco, Calif.; John Mack Cook, Pine 





and 


Weekly services: New York (Ward Line) 


ontheNational Railwaysof Mexico 





The Traffic World 


Fast Freight Service: Mexico 


Through the Ports of Tampico 


From Veracruz to: 


From Tampico to: 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. 


N eane : 
Fruit a ss For complete information, communicate with 
F.P.De Gen.Agent FN. Puente, Gen. Agt. F. C. Lona, Gen. Agt. 
515 Penn Monadnock Bidg. Room 
Through bills of lading issued by MNew York City ‘Son'Francisc, Calif Two0-Ope North Wells Bids 
steamship lines to all destinations A: Horcealtas, Com. Age. F: Alatorre, Com. Age. _ bese : 
hy ee Los Angeles, Calif. nA-21 Railwe 
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Bluff, Ark.; Samuel Grosvenor Cramp, Pittsburgh, Pa.; Huber 
B. Fuller, Cleveland, O.; Robert P. Goldman, Cincinnati, 9. 
Simon Hirshman, Washington, D. C.; George Laverne Ligh, 
Liberal, Kan.; G. E. Lockhart, Lubbock, Tex.; James B. Me 
Donough, Fort Smith, Ark.; Lloyd McFarling, San Francige, 
Calif.; Grant L. Martin, Minneapolis, Minn.; Robert Rush Mile 
Johnson City, Tenn.; Gilbert H. Montague, New York, N. y: 
John T. Monzani, Waterbury, Conn.; R. T. Reinholdt, Steve, 
Point, Wis.; Sam Rorex, Little Rock, Ark.; Ernest W. Thoma 
McAlester, Okla.; George M. Thomas, Nashville, Tenn.; Day 
L. Ullman, New York, N. Y.; Gus John Warsco, Los Angel« 
Calif.; Daniel Willard, Jr., Baltimore, Md. : 


PETROLEUM SHIPPERS’ ASSOCIATION 


The Mid-Continent Petroleum Rail Shippers’ Associatiq, 
was organized at a meeting of traffic managers representin, 
approximately 35 independent oil refiners of the Mid-Continey 
field at Fort Worth, Tex., last week. Membership will be lip. 
ited to independent operators not owning pipe lines, it ; 
stated, and the purpose is to obtain more equitable rates fy 
the small shipper without such facilities. Formation of ty 
organization is subject to ratification by executives of cop. 
panies not able to be present, but who sent representative 


L. B. Simmons, president of the Rock Island Refining Compan / 
was named chairman; H. H. Champion, traffic manager, Ande. & 


son-Prichard Oil Corporation, vice-chairman, and Walker Wilsq, 
Cosden & Co., secretary-treasurer, C. E. Cadieux, traffic manager, 
Bell Oil and Gas Company, and C. E. Varner, Kanotex Refinix 
Company, were elected members of the board. 


C. & N. W. FREIGHT STATION 


The first step in moving 
activity from the Grand Avenue station to the new $3,000, 
terminal in the Merchandise Mart district will be taken by th 
Chicago & North Western Railway April 20, when the office 


will be transferred from the present building to the new tw 


story structure at Kinzie and Ferry streets. However, freight 


will be received and distributed from the Grand Avenue statin 


for at least another month, until work on the platforms of th 


freight house has been finished and until express activity nove 


handled in that district has been transferred to the new Nort 
Western Express Terminal on the Galena Division between Mil 
waukee Avenue and Halsted Street. 





Veracruz and the National 
Railways of Mexico 











23 hours 
23 hours 
20 hours 





Mexico City - - 
Pachuca- - . 
Puebla - - 




















Mexico City - 
Pachuca: - 


47 hours 
47 hours 















RoomA-21, Railway Exch. Bidg. 
St’ Louis, Mo. 
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Through motor- 
ship service with- 
out transship- 
ment between 
Great Lakes Ports 
and New York, 
Philadelphia, 
Boston, Balti- 
more, etc. The 
largest fleet of 
motorships oper- 
ating in these 
waters. 
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The First 1931 Cargoes 
Are on the Way 


Navigation is open— 

SEABOARD-GREAT LAKES service is again available to the discriminating 
shipper who demands organized responsibility with the utmost in ECONOM- 
ICAL TRANSPORTATION. 


Between 
NEW YORK 


and 


BUFFALO and intermediate points via Seaboard-Great Lakes Corp. 
CLEVELAND, Ohio, via Buffalo, and Cleveland & Buffalo Transit Co. 
DETROIT, Mich., via Buffalo, and Detroit & Cleveland Navigation Co. 


CHICAGO, MILWAUKEE and beyond via Buffalo, and Great Lakes 
Transit Corp. 


DULUTH and beyond via Buffalo, and Great Lakes Transit Corp. or 
Minnesota Atlantic Transit Co. 


Joint through rates in effect to points beyond lake ports via rail lines. 


SEABOARD-GREAT LAKES CORPORATION 


Privately Owned and Operated 
17 Battery Place, New York 


Owest Established Rates Between Atlantic Seaboard and the West 
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mas NOWRA 16 OO 


One by one the major ports of 
the country jockeying for posi- 
tion in the race for supremacy 
have fallen before the steady 
march forward of Port Houston. 
Since its inception as a world 


port in 1920 there has been no 
lagging in Houston’s progress. 
Every year has meant constant 
development without exception. 


Others are discover- 
ing the reasons for 
Houston’s growing 
importance and are 
using them to their 
advantage. 


ARE YOU? 


J. C. MAYFIELD 
1512 Whitehall Bldg. 
New York City 


F. C. DEZENDORF 
Cotton Exchange Bldg. 
Dallas, Texas 


T. P. BARTLE 
433 Board of Trade Bldg. 
Kansas City, Mo. 


T. L. EVANS 


Chamber of Commerce Bldg. 
Houston, Texas 


DIRECTOR OF 
THE PORT 


5th Floor, Courthouse 
HOUSTON - TEXAS 


staan aetna 
Personal Notes 


ee ee ee eee eee a 


A. F. Banks, after service with the Elgin, Joliet & Easter, 
Railway Company for more than thirty-seven years, and since 
May 1, 1901, as its president, will, in accordance with the rules 
of the company, retire on May 1. S. M. Rogers, at a meetip: 
of the board of directors, was elected president, effective » 
that time. 

A group of eleven French railway executives who are sgtyjy. 
ing railway operation and service in the United States aj; 
Canada arrived in Philadelphia April 13 and were entertaing 
at a reception and luncheon by General W. W. Atterbury, preg. 
dent of the Pennsylvania, in the Broad Street station buildin: 
The party docked at New York April 7 and, following a rece 
tion by local Pennsylvania officials, spent several days inspec. 
ing railroad facilities in and about New York City. In th 
group are Robert Le Besnerais, assistant vice-president; Pay 
Chaperon, assistant general manager; Aime Place, general supe. 
intendent; Jean Lancrenon, assistant general superintenden: 
Hyacinthe Servonnet, assistant general superintendent of motiy 
power; Louis Cambournac and Maurice Lemaire, engineg; 
maintenance of way, of the Northern Railway of France, anj 
Frederick Surleau, assistant vice-president; Jean Levy, gener! 
assistant superintendent; Jean Girette, general district super. 
intendent of traffic, and Henri Pacon, superintendent of buili. 
ings, of the French State Railways. Following visits in Pitts 
burgh, Chicago, Detroit, Cleveland, Ashtabula, Washington ani 
Buffalo, the group will return to New York through easten 
Canada and New England, sailing for France May 22. 

J. F. Hogan, vice-president in charge of traffic, Westen 
Pacific, announces that H. E. Poulterer, assistant general freight 
agent of the Union Pacific, Omaha, Neb., has been appointei 
assistant freight traffic manager of the Western Pacific, in 
charge of rates and divisions, effective April 20. Mr. Poulterer 
succeeds John F. Bon, who was recently promoted to freight 
traffic manager, succeeding H. K. Fay, resigned to enter the 
service of a commercial corporation. 

Announcement is made by the Milwaukee that Carl F. Rank 
is appointed manager of mail, express, baggage and milk ée 
partment, with headquarters in the Union Station, Chicago 
Heretofore Mr. Rank has had jurisdiction over mail and expres 
traffic. Baggage and milk traffic is placed under his supervision 
following the death of W. D. Carrick, for many years genera 
baggage agent. 

C. E. King has been appointed general agent, Erie, at Akro1, 
O., succeeding Allan Barr, resigned. J. G. Vreeland has bee 
appointed general agent at Milwaukee, succeeding Mr. King 
and F. W. Fisher has been appointed general agent at Columbu 
O., succeeding Mr. Vreeland. 

E. E. Eckert has been appointed industrial agent, Akro. 
Canton & Youngstown and the Northern Ohio Railway, will 
headquarters at Akron, succeeding H. L. Sovacool, resigned 0 
enter other service. G. J. Bauer has been appointed district 
traffic agent at Akron, O. 

W. A. Olliff has been appointed general freight and passet- 
ger agent, Georgia Southwestern & Gulf, Albany, Ga., silt 
ceeding W. M. Carr, general agent, traffic, who died. 

Nominations for officers and directors of the Maritime Asst 
ciation of the Port of New York for the coming year are: 
President, John Dowd; vice-president, Emmet J. McCormact: 
treasurer, Fred B. Dalzell; directors (one year), Robert f 
Hand, George E. Dickinson, Howard E. Jones, Jacob C. Reicher! 
Joseph W. Powell, Cecil P. Stewart; inspectors of  electiol. 
Thomas F. Anderson, Walter A. DeLappe, R. J. Dellahant, Hart 
Leifer; auditing committee, James A. Ray, A. S. Meiklejol 
Frederick A. Murphy. The nominating commttee consisted 0 
Capt. P. B. Blanchard, chairman, and F. W. Ridgway, Joseph ! 
Glatzmayer, Capt. Elmer E. Crowley and William J. Martin. Tl 
election will be held April 28. ; 

Appointment of R. J. Ringwood, of San Francisco, as Pacill 
coast freight traffic manager of the Panama Pacific Line, 
been announced by W. H. Hoskier, newly appointed Pacilt 
coast manager of the International Mercantile Marine Com 
pany. Mr. Ringwood has spent practically his entire career 
the steamship business on the west coast and for several yea® 
has been freight traffic manager of the Pacific Steamship Cot 
pany, which formerly acted as general agent for the I. M. } 
on that coast. 

The Southern Railway announces the following appoil' 
ments: H. F. Cary, assistant passenger traffic manager, 4! 
F. N. Westerman, general passenger agent, at Cincinnati; E. N 
Aiken, assistant passenger traffic manager, and E. G. IrW 
assistant general passenger agent, at Atlanta; V. L. Est 
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2 | Ship by Water 
WILLIAMS LINE 


BALTIMORE — NORFOLK — CHARLESTON 


FAST DIRECT SERVICE 
: TO 


San Diege, Los Angeles Harbor, 
San Francisco, Oakland, 
Seattle and Tacoma 


SAILING FROM 
BALTIMORE] NORFOLK | CHARLESTON 


Apr. 26 
Se 9 
May 22 
June 4 
June 17 


Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates ef sailings and other information apply te 


WILLIAMS STEAMSHIP CORPORATION 


8 Bridge Street, New York. Telephones: Whitehall f ¢-5859 


BALTIMORE, MD. PITTSBURGH, PA. NORFOLK, VA. 
109 East Redweod St. Oliver Bldg. Law Bldg. 
Phone; PLAZA 7377 Phone; ATLANTIC 1432 Phone; NORFOLK 21265 
CHARLESTON, S. C. CINCINNATI, OHIO 
9 Middle Atlantic Whf. Dixie Terminal Bldg. 
Phone; 4460 hone; MAIN 1181 


And at our Branch Offices at ports of call, etc. 


STEAMER 
Apr. 28 May 1 
ay 11 
May 24 
June 6 


June 19 June 22 


* * * * 


Ship to MEXICO 


BY STEAMER 
Fast Weekly Service 


New York to VERA CRUZ and TAMPICO 


Bills of Lading to all points on the Mexican 
way or National Railways of Mexico 


Regular Service from New York to PROGRESO and PUERTO MEXICO 


WARDOELINE 
New York and Cuba Mail S. S. Co. 


Foot of Wall Street 
New York City 


= =" 
srry," 
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general passenger agent at Jacksonville; R. H. Hamilton, 
ant general passenger agent at Washington; E. E. Barry, as 
ant general passenger agent at Atlanta; C. F. Bigelow, Givisig, 
passenger agent at Washington; F. H. Poston, division Dasgey, 
ger agent at Raleigh; J. T. Hellman, district passenger agent 
and D. H. Beck, traveling passenger agent, at Philadelphia, 

The C. B. & Q. announces the appointment of H. K. Mily 
general agent, New York, to succeed W. S. Dewey, who digg: 
E. H. Smith, to succeed Mr. Miles as general agent at Phil, 
delphia; J. W. Fletcher, commercial agent, New York, and M! 
Fox, district passenger agent, New York. 

The Nickel Plate announces the following appointments: y 
H. Cunningham, freight traffic manager (solicitation), at Cle, 
land; J. W. Graham, assistant freight traffic manager (solici, 
tion), Toledo; Geo. B. Merrill, assistant freight traffic Manage 
(solicitation), to succeed Mr. Cunningham, Cleveland; § 4 
Sangenberg, general manager, Nickel Plate-Lackawanna Dain 
Line, Chicago, to succeed Mr. Merrill; J. W. Brady, assistgy 
general freight agent, Chicago, to succeed Mr. Spangenber 
Warren W. Brown, general agent, Pittsburgh, to succeed 
Brady; R. A. Williamson, assistant freight traffic manager, j 
charge of rate legislation and tariff matters, Cleveland; 1 
Baird, general freight agent (rate legislation and tariff matter) 
Cleveland, to succeed Mr. Williamson; W. J. Courtney, assistay 
general freight agent (rate legislation and tariff matters), Clem 
land, to succeed Mr. Baird; B. A. Gaetz, chief of tariff bureq, 
Cleveland, to succeed Mr. Courtney. 


VOLUME OF TRAFFIC 


Freight traffic handled by Class I railroads in Februy 
amounted to 27,079,240,000 net ton miles, according to repor; 
received from the railroads by the Bureau of Railway Econm 
ics. 

Compared with February, 1930, this was a_ reduction ¢ 
7,267,625,000 net ton miles, or 21.2 per cent, and a reductin 
of 11,060,531,000 net ton miles, or 29 per cent under Februar, 
1929. 

In the Eastern district, the volume of freight traffic handled 
in February was a reduction of 20.3 per cent compared vit 
the same month in 1930, while the Southern district reportd 
a decrease of 23.7 per cent. The Western district reported: 
reduction of 21.4 per cent. 

The volume of freight traffic handled by the Class I mi: 
roads in the first two months of 1931 amounted to 57,387,606, 
net ton miles, a reduction of 13,677,020,000 net ton miles, « 
19.2 per cent under the corresponding period in 1930, and: 
reduction of 19,961,801,000 net ton miles, or 25.8 per cent unde 
the same period in 1929. 

Railroads in the Eastern district for the two months’ perid 
in 1931 reported a reduction of 19.3 per cent in the volum 
of freight traffic handled compared with the same period in 19%) 
while the Southern district reported a decrease of 21.5 per cet 
The Western district reported a decrease of 18.3 per cent. 


NUMBER OF RAIL EMPLOYES 


PSS Sais ACNE TRIO Ie Oca ee Rite 


i nied 


2 a Sie ine WAR SESS 


Class I railroads the middle of February had 1,316,435 a i 


ployes, a decrease of 14.76 per cent as compared with Februaty, 
1930, and a decrease of 18.04 per cent as compared with Fe 
ruary, 1929, according to compilations made from carrier report 
by the Bureau of Statistics of the Commission. The num 
of employes by groups in February and the percentage decrei 
in each instance as compared with February, 1930, and Februar 
1929, follows: 

Executives, officials and staff assistants, 15,914; 6.01; 5.83. Pr 
fessional, clerical and come 233,868; 11.48; 12.66. Maintenance ¢ 
way and structures, 260,909; 19.05: 21.40. Maintenance of equipmé 
and stores, 370,629; 14.83; 19.29. Transportation (other than tral 
engine and yard), 164,725; 11.84; 14.64. Transportation (yardmastes 
switch tenders and hostlers), 18,649; 12.42: 14.91. Transportati 
(train and engine service), 251,741; 15.39; 20.21. 


EMERGENCY LABOR DISPUTE BOARD 


President Hoover has created an emergency board unit 
the railway labor act to report on a dispute between the Loll* 
ana & Arkansas and shopmen. The Board of Mediation advis* 
the President that the dispute threatened substantially to inl 
rupt interstate commerce in Louisiana and Arkansas. Creat 
of the board will maintain the status quo for sixty days. 


RAIL WAGE STATISTICS 


Class I railroads reported a total of 1,333,820 employes 4 ¢ 
the middle of January and total compensation for the month® 
$190,637,952, according to statistics compiled by the Bureau @ 
Statistics of the Commission from carrier reports. Compal 
with the returns for January, 1930, the summary for January! 
year showed a decrease in the number of employes of 227,21) 
14.56 per cent, and the total compensation showed a decreasé 
$42,629,993 or 18.28 per cent. 
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A New Railroad Map 
pmemanre Of the United States 


Railroads all numbered. No confusing Baltimore & Ohio with 
Chesapeake & Ohio, or Norfolk Southern with Norfolk & Western, 
or N. Y. C. & St. L. with C. C. C. & St. L., etc., etc. 


No county lines or rivers shown. Just State boundaries and railroads. 
All inter-state railroads shown, exactly as they run. 


Map printed in two colors, size 30 inches by 48 inches, just right to 
put under glass of your desk or for wall use. 


Sent prepaid on receipt of check or money order for One Dollar. 


Invaluable for Railroad officials, express agents and all rail shippers. 


G. R. LEONARD & CO., Inc. 


Publishers of LEONARD’S GUIDE 
155 North Clark Street . . . . “ : Chicago 


We) gk g Speed, convenience and safety. Door-to-door 
PN ae freight service between South Bend and Chicago 


=m £ CSR & @ 4 GS 
union mer #. c. ween BuchanaD 
bb LIS Three vy “ 
SA . | ET ad _—=—— .— 
. 


Freight may be 
loadedandsealed 


via South Shore 
Line trailer at freight trains between our freight terminal ( 


shippers door in a and the South Shore’s new L. 
either South Bend and Carlot terminal at South Bend. 

or Chicago before 6 PM. It will be delivered at This is but one feature of the South Shore Line's 
nae s door in the territory of the otherterminal fast freight service. Shippers—from coast to coast— 
— sealed — the first thing the following morning. now use the South Shore regularly in the movement 
These trailers travel by "South Shore fast, electric of their L. C. L. and carload freight 


CHICAGO SOUTH SHORE AND SOUTH BEND RAILROAD 
Wm. Peterson, T. M. a Avo e RA 
72 W. Adams St, Chicago, ill. 1600 W. Washington Av Ave. y South Bend, Ind. 


Phone: State e: 2-5 
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SIGNODE TENSIONAL 


STEEL BOX STRAPPING 


is 
best for your 
shipments 


Write today for 

“Guide to Better 

Packing & Shipping” 

or for an actual dem- 

onstration which will be 

made without the slight- 
est obligation. 


SIGNODE STEEL STRAPPING CO. 


2613 N. Western Ave., Chicago, IIl., U. S. A. 
Offices in Principal Cities 
Canadian Steel Strapping Co., Ltd., Montreal, Quebec 


SIGNODE 


dhe Sealed Tensional Strapping 


We also furnish round wire tensional reinforcements, all forms 
of nailed-on strapping, automatic wire tying machines, pail clasps, 
clutch nails, tag fasteners, etc. Write for general catalog. 


Offering the Shipper... 


Proviso Yard-Chicago— 
a modern $16,000,000 freight yard 
with electrically operated hump and 
classification yard to expedite the 
movement of freight. 


New Wood Street Terminal Potato Yard- 
Chicago—world’s largest and most 
modern yard for handling potatoes 
and vegetables; nearest to markets 
and downtown districts. 


10,000 miles of perfectly equipped railway— 
providing unsurpassed service from 
Chicago to points west, north and 
northwest. 


For full information ask any 
C.&N. W. Ry. Representative 


Ship and Travel via 


NorTHWEsSTERN 


“the best of everything in the best of the west? RAILWAY 
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of New Complaints 


Sub. No. 1. Imperial Elevator Co., Minneapolis, Minn,, yy 


nreasonable rates and charges, wheat, Aneta, N. D., to Minne. 
olis, Minn., via Devils Lake and Grand Forks, N. D. Asks 
ates and reparation. 

. 24337. San Luis Consumers Gas & Oil Co., Alamosa, Colo, 
A. TT. & 6... 6t al i 

Unreasonable rates, petroleum products, points in Oklahom 
and Texas to Alamosa and Monte Vista, Colo. Seeks reparatio, 
to basis of rates prescribed in Docket 20145, 167 I. C. C 131, ang 
alleges that if defendants withhold reparation to complaingy 
by paying reparation to others under similar circumstances aj 
conditions, sections 2 and 3 of act will be violated. 

No. 24337. Sub. No. 1. Bagby Motor Co., Alamosa, Colo,. vs. A, 7 
& S. F. et al. : 

Same complaint and prayer as to shipments from Oklahom 
and Wyoming to Alamosa, Colo. 

- 24337. Sub. No. 2. R. C. Egnew, proprietor, Red Rose Fillix 
Station, Delta, Colo., vs. A. T. & S. F. et al. 

Same complaint and prayer as to shipments from Kansas, Okh. 
homa and Texas to Detla, Colo. 

\ or Sub. No. 3. Forbush Co., Pueblo, Colo., vs. A. T. & 8,7 
et al. 

Same complaint and prayer with respect to shipments froy 
Kansas, Oklahoma, Texas and Wyoming to Grand Junction, Cob, 

No. a A No. 4. E. G. Bennett, Palisade, Colo., vs. A. T, 4 

. F. et al. 

Same complaint and prayer with respect to shipments frop 
Enid, Okla., to Palisade, Colo. . 

No. 24338. Southern Traffic Service, Wilmington, N. C., for Lawrengy 
Stone & Gravel Co., vs. A. C. L. et al. 

Rates in violation sections 1 and 6, gravel, Garysburg, N. ¢, 
to Adams Grove and other Virginia points. Asks reparation, 
No. 24339. The Colorado Portland Cement Co. et al., Denver, Colo, 

vs. A. T. & S. F. et al. 

Rates in violation sections 1 and 3, cement and plaster, Portlanj 
and Boettcher, Colo., and Hanover and Trident, Mont., to destina. 
tions on the Wyoming Ry. in Wyoming, as compared with rate 
from mills in South Dakota, Colorado and Nebraska. Asks raty 
and reparation. 

. 24340. Southern Traffic Service, Wilmington, N. C., for Glanty 
Veneer Co., vs. A. C. L. et al. 

Unreasonable rates, gum lumber, returned from Cattaraugu, 
N. Y., to Whiteville, N. C. Asks reparation. 

. 24341. Berger & Falk, New York City, vs. N. S. et al. 

Charges in violation sections 1 and 3, sweet potatoes, Beaufort, 
West Alliance and Oriental, N. C., and other sweet potato pn. 
ducing points in North Carolina on the N. S. to New York, \. 
Y., because of use of estimated weights, as compared with charges 
on shipments to points in C. F. A. territory. Asks _ reparation. 

No. 24342. The Nu-Shine Co., Reidsville, N. C., vs. B. & O. et a 

Unreasonable rate and charges, glass containers (bottles ani 
ars of less than one gallon capacity), Grafton, W. Va., ani 

ashington, Pa., to Reidsville, N. C. Asks _ reparation. 

No. a Moore Brothers et al., Broken Bow, Neb., vs. C. B. &Q 
et al. 

Rates and charges in violation sections 1, 4 and 6, automobiles 
Detroit, Pontiac, and North Flint, Mich., and Fitch and Wagu 
Works, O., to points in Nebraska. Ask reparation. 

No. 24344. Sperry Flour Co., San Francisco, Calif., vs. S. P. 

Charges in violation section 6, grain, points in Utah and Ida 
to South Vallejo, Calif. Asks refund. 

No. ie Mangelsdorf Seed Co., Atchison, Kan., vs. A. T.é 

- F. et al. 

Unreasonable rates, sweet clover seed, between points in De 
kotas, Minnesota, Iowa, Wisconsin and Nebraska on the om 
hand, and points in Kansas, Nebraska, Iowa, Missouri and Ill 
nois on the other hand. Asks rates not in excess of the current 
Class D basis and reparation. 

No. 24346. Decatur Malleable Iron Co., Inc., Decatur, IIl., vs. C. % 
St. P. & P. et al. 

Unreasonable rates, coal, West Clinton, Ind., to Decatur, Il 

Asks rates and reparation. 


TELEPHONE COMPANY EARNINGS 


Compilations from reports of 103 telephone companies, eati 
with annual operating revenues in excess of $250,000, show # 
aggregate operating income of $23,109,437 for January, an it 
crease of $165,652, or seven-tenths of one per cent, as compare 
with January, 1930, according to the Bureau of Statistics of th 
Commission. The number of company stations in service at tlt 
end of January was 17,134,820, an increase of 119,719, as cot 
pared with January, 1930. 


PACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau for Fe 
ruary, 1931, shows 9,420 cars held overtime—a percentage 0 
05.72—as against 13,501 cars—a percentage of 06.19—for Feb 
ruary, 1930. 


PARCEL POST REVISION 


Hearings in No. 24092, in the matter of proposed chang 
in rates and regulations affecting fourth class matter, will 
resumed May 25 at Washington before Commissioner Tate # 
Examiner Mullen. The Commission announced that at tl 
session it would be the purpose of the commissioner and ext 
iner not only to have the evidence of the Post Office Departmett 
completed, including cross-examination, but also to have 
testimony of protestants introduced. 
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~ Carload Shippers 
find 


New Packing Method 


Positive Protection 


against 


Damages 


HE new ‘“‘cushioned-unit’’ packing method, re- 

cently developed by one of the largest carload 
shippers in the country, is rapidly reducing damage 
claims to the vanishing point. Its adoption has 
necessitated no new equipment or extra help for 
the shippers using it. As a matter of fact, the cost 
is smal less than the usual methods of bracing, etc. 
Every carload is simply divided*into several units, 
each one completely cushioned with Buffing Excel- 
sior. The shipment is then ready for its journey— 
completely protected against any unexpected bump, 
end thrusts, or the usual shocks of every day shipping. 


Ship Your Next Carload 
The “Cushioned Unit” Way 


—at our expense 


Every traffic manager interested in reducing damage 
to a minimum should be thoroughly acquainted with 
this unusual method of carload shipping. A trial 
on any early carload will provide a convincing 
demonstration. Write for further details. 


eaten. 


GENERAL OFFICES 
1000-1016 N. Halsted St., Chicago, Ill. 


OTHER PRODUCTS 


Excelsior Pads—The original “‘tight pack” that absorbs the shocks. 
poate Wrappers—Used successfully for 40 years by the world’s largest 
ers. 


Excelsior in Bales—Clean and sanitary, right from the forest. 
Wood Wool—Extra fine from Northern Basswood. 


Dutting 
Kxcelsior 


for the new “cushioned unit’’ packing method 
—available from 17 shipping points 
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Docket of the Commission 


NOTE—items in the Docket marked with an asterisk () 
been added since the last issue of The Traffic World. New 
ments now on the Commission’s dockét of dates later than 
shown will not bear asterisks when they de appear. Cancelig 
and postponements announced too late to show the change jp 
Docket will be noted elsewhere. 


April 20—Washington, D. C.—Assistant Director Burnside: 

* 24335—In the matter of application of certain provisions of jy 
state Commerce Act to bridge companies (for respondents; 5 
kuk & Hamilton Bridge Co., Covington & Cincinnati 
R. R. and Transfer & Bridge Co., Wilmington Ry. Bridge Ca} 


April 20—Washington, D. C.—Examiner Curtis: 
24237—Huntingdon & Broad Top Mountain R. R. and Coal (Co, , 
Pa. R. R. et al. (adjourned hearing). : 


April 20—Washington, D. C.—Examiner Brown: 
Finance No. 3753—Excess income of Great Western Ry. 


April 20—Washington, D. C.—Examinef Fowler: 
* vee No. 3811—Excess Income of La. & N. W. Excess income ¢ 
receiver. 


April 20—Minocqua, Wis.—Railroad Commission of Wisconsin: 
Finance No. 8652—Application C. M. §t. P. & P. R. R. for ay 
to abandon a line of railroad exténding from a point one-hyj 


mile north of Boulder Junction to Velasco, in Vilas county, Wy 


April 21—Chicago, Ill.—Examiner Smith: 
22487—Wim. W. Wheelock and Wm. G. Bierd as receivers of mj, 
ways and property of C. & A. R. R. 


April 22—Chicago, Ill.—Assistant Director Burnside: 

* 24335—In the matter of application of certain provisions of the ip 
terstate commerce act to bridge companies (for respondent, 
Leavenworth Terminal Ry. & Bridge Co., Winona Bridge Ry, 
Dunleith & Dubuque Bridge Co., Atchison & Eastern Bridge Ry, 
Louisville & Jeffersonville Bridge & R. R., Sault Ste, Mar 
Bridge Co., Sioux City Bridge Co.). 


April 24—St. Louis, Mo.—Assistant Director Burnside: 

* 24335—In the matter of application of certain provisions of inte. 
state commerce act to bridge companies (for respondents: Shreve. 
port Bridge & Terminal Co., Arkansas & Memphis Ry. Bridge, 
Terminal Co., Ky. & Ind. Terminal R. R., Mo. & Ill. Bridge, 
Belt R. R., Southern Ill. & Mo. Bridge Co.). 


April 27—Olympia, Wash.—Department of Public Works of Washin. 


on: 

* Finance No. 8484—Joint application Northern Pacific Ry., 0.-W.2 
& N. Co., and G. N. Ry. for authority to acquire and operate: 
part of Longview, Portland & Northern Ry. 

* Finance No. 8666—Application C. M. St. P. & P. Ry. for authori 
to acquire a one-fourth interest in a part of the L. P. & N. By 
and operate over the N. P. Ry. between a. point near Chehalis 
a connection with the L. P. & N. Ry. near Vader Junction; « 
in the alternative to construct an extension between said point 
in Lewis and Cowlitz counties, Wash. 

April 27—Washington, D. C.—Examiner Peyser: 

* 24151—Sinclair Refining Co., successor in interest to Pierce Pe 
troleum Corp., vs. A. T. & S. F. Ry. et al. (adjourned hearing) 


TRAFFIC DEPARTMENT FORMS FREE—Folder with samplu 
of straight and order bills of lading, tracers, claim forms, car recori 
sheets, car order forms, and many others. Speed up work, increas 
efficiency, insure accuracy. Write for your free copy now. Tk 
Traffic World, 418 South Market Street, Chicago. 


b 178,000 Square Feet Floor Space: 
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Foreign Freight 
Forwarders 
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D.C. ANDREWS & CO., lo 
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